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Railway Wage Claim 


HE wage increase of 15 per cent for which the three rail- 


way trade unions lodged a claim last Friday, would, if 


granted to all railway staff, cost British Railways £39 
million in a full year. Some details of the claim are given 
on another page. In view of the prediction by Lord 
Hurcomb, Chairman of the British Transport Commission, 
that the Commission will end the current year with a 
deficit, even without a great increase in the cost of labour 
and materials and with its application for an increase in 
passenger fares, now pending, granted in full, it is hard 
to see what the unions hope to achieve. Mr. J. S. 
Campbell, General Secretary of the National Union of 
Railwaymen, is reported to have said in justification of the 
claim that railwaymen’s wages average 16 points below 
the retail price index, whereas the average wage of in- 
dustry in this country is only 5 points below. “What he 
has not said is that railwaymen compared with other 
workers already enjoy benefits in security of tenure, in 
travel concessions, and in certain other respects. Further- 
more, announcement is imminent of details of the pen- 
sions scheme for railway wages grades which already has 
been approved in principle by the Government. The 
unions seem to have lodged their claim deliberately with- 
out waiting for this. Such a scheme, like any other pen- 
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sions scheme, must add to the real benefits enjoyed by 
workers in the industry concerned. Mr. Campbell, in 
referring to the increase of 7s. a week accepted last year— 
which cost the railways £124 million in a full year—spoke 
of the rise in the cost of living. Official statistics, however, 
seem to show that the rise in the retail price index since 
the increase took effect has been less than 3 per cent. 
The granting now of any considerable wage increase, much 
less even than 15 per cent, affecting 600,000 railwaymen 
cannot fail to have serious consequences. Not the least 
of these will be the increases in railway charges necessary 
to keep the Commission on an even financial keel; and 
these by causing a rise in the cost of prices in the long 
run can only do harm to railwaymen and their families, 
apart from the broader question of damage to the national 
economy. 


New Apprentice School at Crewe 


ARLY in the autumn the foundation stone will be laid 
of the apprentice school at Crewe which is to be 
built for British Railways at the site of the old carriage 
shops. It is already clear that the new school will certainly 
be the finest in the country and will compare very favour- 
ably with anything of the kind elsewhere in the world. 
The foundation stone laying ceremony would be a suit- 
able opportunity for the revival of the annual dinner of 
the Past and Present Crewe Pupils and Premiums, which 
up to 1939 had been held each year for nearly half a cen- 
tury. This gathering had become famous among engineers 
and had behind it the tradition of an outstanding old- 
established railway works, through which passed many of 
the highest officers as well as the rank and file of the rail- 
way engineering profession. The 49th annual Crewe dinner 
was held on May 5, 1939. The celebration of the inaugura- 
tion of the new school would be an excellent opportunity 
to hold the 50th dinner. Mr. Eric A. Robinson, Managing 
Director of the Superheater Co. Ltd., at 53, Haymarket, 
London, S.W.1, some time ago expressed his willingness to 
co-operate in re-establishing the function. It will be very 
helpful if ex-Crewe men would get in touch with him so 
that he could advise them later of the arrangements being 
made. 


Dr. Robert Sulzer 


HROUGHOUT his long connection in various 
capacities with the family business of Sulzer Brothers 
Limited, Winterthur, the influence of the late Dr. Robert 
Sulzer was seen in the company’s readiness to pursue 
original lines of development. This trend was fostered by 
his capacity for recognising talent at an early stage, and 
his generosity in providing the means whereby it might 
be developed. To this discrimination in choosing men and 
allowing scope for their initiative, Dr. Sulzer allied a keen 
perception of the implications of new technical ideas. His 
appreciation of the significance of the earliest American 
patents for automatic load control in diesel-electric trac- 
tion was the basis of his company’s leading position in that 
technique. The incorporation of the controlling device 
with the diesel engine was a step that saved the long oil 
pipes and sometimes uncertain operation in low tempera- 
ture of contemporary systems. From this beginning there 
grew the characteristic Sulzer practice of building engines 
for traction complete with load control and electrically- 
operated speeder devices, and of incorporating these in the 
design in a self-contained form remarkable for its com- 
pactness and convenient for installation. A portrait and 
biography of Doctor Robert Sulzer appear on another page 
this week. 


Railwaymen at the Institute of Transport Congress 


A RARE opportunity was provided by the Institute of 

Transport Congress in Glasgow last week for men 
engaged in the several forms of transport to discuss each 
other’s problems and see something of what has been and 
is being done in Scotland in the fields of transport and in- 
dustry; and all this in pleasant surroundings under skil- 
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fully executed arrangements. A short account is given on 
another page. It is a pity that more railwaymen, past and 
present, could not attend, though the strong Scottish con- 
tingent included Sir Robert Inglis, Mr. T. F. Cameron, 
Chief Regional Officer, and Mr. L. E. Marr, Manager, 
Clyde Shipping Services, British Railways, Scottish Region, 
whilst from the Railway Executive in London came Mr. 
S. E. Parkhouse, Chief Officer (Operating). A basis for 
discussion of exceptional interest was afforded by the paper 
by Sir Reginald Wilson, Comptroller of the British Trans- 
port Commission, entitled “The Framework of Public 
Transport,” which was briefly commented on in last week’s 
issue; but so wide was its scope and so exhaustive the treat- 
ment of the subject that speakers in the ensuing discussion 
tended to disregard Sir Reginald Wilson’s plea and to 
think in terms of their sectional—and mainly road trans- 
port—interests. Even stronger railway representation at 
the Congress might have helped to put British Railways in 
better perspective. 


Overseas Railway Traffics 


Rare receipts of the Talta] Railway for May were 

$2,602,000, or $1,216,000 less than in May, 1952; the 
aggregate receipts from July | last year show, however, an 
increase of $3,807,000. Paraguay Central traffics were satis- 
factory throughout June, with increases of G308,993, 
G483,389, G414,167, and G372,748 for each of the four 
weeks respectively. The aggregate for the year to the end 
of June was G16,152,073. An increase of £A1,705 in re- 
ceipts of the Midland Railway of Western Australia in 
March was followed by one of £A716, but the aggregate 
receipts showed a decrease of £A36,110. The earnings of 
the South African Railways for the weeks ended June 6 and 
June 13 were £1,772,331 (compared with £2,006,778) and 
£1,984,712 (£1,965,957) respectively. Total receipts to mid- 
June from April 1 were £20,669,725, or £277,480 down on 
last year. The aggregate receipts of the Gold Coast Rail- 
way for the first nine weeks of the current financial year 
are considerably more than for the corresponding period of 
1952-53—£746,891 compared with £652,505; traffics for May 
were £35,550 up, at £364,529. 


Record Tonnage Cleared from Mombasa 


HE visitor to Mombasa port today might gain the im- 
pression that the port was not being used to capacity 

and that more cargo should be coming in. Transit sheds 
have ample empty spaces and on occasions berths have 
lacked ships. Indeed, the cargo handling contractors would 
like more cargo for economic working and to be sure of 
making up loads for trains to up-country destinations. 
This situation arises partly from the irregularity in the 
arrival of shipping but more from the extraordinary meas- 
ures which have been made during the past few weeks to 
clear cargo by rail from the port by running double-headed 
trains over the 330 miles from Mombasa to Nairobi—an 
unusual operational procedure in East Africa. This ex- 
pedient anticipates the long trains which will be hauled by 
the heaviest type of Beyer-Garratt locomotive due to arrive 
in about 18 months time, by the use of which it is hoped 
to increase capacity of the Mombasa-Nairobi section by 
45 per cent. The running of double-headed trains cleared 
113,000 tons, including 25,000 tons of cement, from Mom- 
basa during June and exceeded the previous record last 
March of 107,000 tons. The result, moreover, was achieved 
jn only 29 working days, because of the Coronation holiday. 


Under Even Time 


ITH speed in so many other forms making frequent 
claims on public attention, it is appropriate to take 
opportunities of putting forward reminders of what the 
railways can offer in this respect. A combined appeal 
to local pride and to considerations of practical con- 
venience has been made by special posters displayed by 
the London Midland Region in the Watford area, draw- 
ing attention to the fact that in the current timetables 
the 9.16 a.m. from Watford Junction runs the 954 miles 
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to Birmingham New Street in 95 min. A mile-a-minute 
may sound less exciting today than before the “Comet” 
and the “ Viscount,” but here the railway can offer it 
almost from door to door, and give a competitive overall 
time. The present Birmingham air service to and from 
Northolt takes 61 min. northbound and 58 min. south- 
bound, but the journeys to and from the airports cancel 
the advantage for many travellers in the populous area 
tapped by Watford Junction. The present service by the 
9,16 a.m. from Watford recalls the days when the fastest 
run on the former L.M.S.R. was made from Rugby to 
Watford by the 6.20 p.m. from Birmingham, 65-1 miles 
in 60 min. Restoration of this train on something like 
its prewar timing would be welcomed by users of the 
L.M.R. London-Birmingham route as filling the gap 
between the present 5 p.m. up and the semi-fast at 
7.40 p.m. 


Calcutta Electrification Projects 


LECTRIFICATION of the Calcutta Port Commis- 
sioners’ Railway in conjunction with that of certain 
Eastern (former Eastern Bengal) Railway suburban lines 
is stated by a committee reporting to the Government of 
India to be the only feasible means of securing an adequate 
passenger service. This electrification, it is recommended, 
must take its place in a more comprehensive scheme for 
Calcutta suburban electrification, including the former East 
Indian Howrah to Burdwan and possibly other routes such 
as those terminating at Sealdah (former E.B.R.). The com- 
mittee considers possible a five-minute electric circular 
service from Dum Dum over the former E.B.R. branch 
to Chitpur Yard, thence over the C.P.C.R. along the 
Hooghly and past the docks to Majherat, whence the 
E.B.R. Budge Budge branch would be followed to Bally- 
gunge, thence back over former E.B.R. main lines, but 
avoiding Sealdah terminus, to Dum Dum. Details of the 
system of electrification proposed are not available, nor 
of the other main-line schemes, nor of the connections 
between these projects and that for a tube line proposed 
by a French company. Improved railway facilities are 
badly needed in Calcutta to relieve road congestion, but 
it would be a calamity not to profit by the mistakes made 
elsewhere in failing to plan comprehensively and with room 
for extensions. 


A Driver’s Unsatisfactory Record 


THE collision at Etterby Junction, Carlisle, on August 

16, 1952, was a plain case of over-running a starting 
signal. There was no conflict of evidence, except that the 
driver at fault professed to have seen an arm of one of the 
home signals off when first sighting it, which was proved 
to have been impossible. The main responsibility rested 
directly on him and he admitted that he must have for- 
gotten about the starting signal but could not account for 
doing so. As will be seen from our summary in this issue 
of Lieut-Colonel G. R. S. Wilson’s report, the case pre- 
sented an unusual feature in that the driver, although on 
main line work for many years, having become one on the 
former Caledonian Railway in 1920, had an unsatisfactory 
record, “indicative of a careless outlook on his duties 
throughout his career.” It is not surprising that this dis- 
turbing revelation should have caused the Railway Execu- 
tive to make a thorough review of all the circumstances 
involved so that in future any tendency in a driver towards 
laxity in observing signals shall be adequately dealt with. 
Rule 39a was again in evidence and it is worth mentioning 
perhaps that on the former G.E.R. compulsory observance 
was effected by a rail-contact, placed so near to the 
signal as effectually to exclude premature clearing. 


Rail Service to Order 


AN unprecedented situation has arisen in San Francisco 
as the result of an order by the California Public 
Utilities Commission which is being fought in the Cali- 
fornia Supreme Court by the Southern Pacific Railroad. 
In 1950 the S.P. sought permission from the Commission 
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to discontinue two sparsely-used midday trains between 
Oakland Pier and Sacramento, which were losing $105,000 
annually. After hearings extending over a considerable 
period, the Commission, so far from sanctioning discon- 
tinuance, ordered that the steam trains concerned should 
be replaced by diesel railcars, and, further, that all stan- 
dard passenger stock used in the San Francisco area 
should have substituted for it new or modernised coaches 
with individual reclining seats, foam rubber cushions, 
rubberised floor coverings, and air-conditioning. The 
railway was also instructed to submit plans for modernis- 
ing its passenger facilities in Oakland, and for abandoning 
its San Francisco-Oakland ferry connection in favour of a 
motorbus service over Oakland Bay bridge. In the hearing, 
the Southern Pacific attorney has pointed out that three 
new railcars would be needed to continue the unprofitable 
midday service to and from Sacramento, and would in- 
volve a capital investment of $450,000, without any likeli- 
hood of an adequate return, because of other competing 
forms of transport. The railway also contends that the 
Commission’s orders are an invasion of its managerial 
rights. 


Appeals against ‘‘ Princess Victoria ’’ Findings 
ys a statement issued on Tuesday the British Transport 
Commission announced its decision and that of Captain 
J. D. Reed, registered manager of the mv. Princess Victoria, 
to appeal against the findings of the Court of Inquiry into 
the foundering of the vessel on January 31. The decision 
was taken after careful examination of the report and con- 
sideration of a report from the Railway Executive, to which 
since January 1, 1948, the management and operation of 
railway shipping services has been delegated. When the 
report was published on June 30, two of the findings stated 
that the loss of the vessel and consequent loss of life were 
caused by the default of the owners (the B.T.C.) and mana- 
gers in certain respects, details of which were given in our 
June 19 issue. An addendum to the report by one of the 
assessors, to which we referred last week, modified one of 
these findings by omitting reference to a failure by the 
owners and managers to provide stern doors sufficiently 
strong to withstand the onslaught of heavy seas, although 
agreeing that they had failed to make adequate provision 
for the freeing of water from the car space. The same 
addendum found that a contributory cause of the loss of 
life was default on the part of the complement of the ship. 


Another French Electric Prototype 


UXAMPLES of both designs of high-speed Bo-Bo loco- 

motives commissioned by the French National Rail- 
ways for trial purposes are now in service. One of them, 
No. 9003, was delivered last December. This was of the 
design mentioned briefly in our July 30, 1952, issue, and is 
to be joined in due course by a second machine, No. 9004, 
that is mechanically similar but has traction motors by a 
different maker. These two locomotives are of French 
design and construction, except that No. 9003 has traction 
motors from a Swiss builder. The second high-speed de- 
sign is of Swiss origin and construction, and follows closely 
the Létschberg Bo-Bo 4,000 h.p. locomotives of 1946. Two 
locomotives of this design, also, were ordered, and the first 
of them, No. 9001, was allotted to the Charolais Depot on 
June 1. No. 9002 will be generally similar. The purpose of 
both these designs is to examine the behaviour at speed and 
the effect on the track of Bo-Bo locomotives with a 20-tonne 
axle load, and with a horsepower rating similar to that of 
the high-speed Co-Co locomotives now at work on the Paris- 
Lyons line. If a performance comparable with that of the 
Co-Co class in all respects is obtained in practice, it is likely 
that the future trend in France will be towards Bo-Bo de- 
signs for express work because of their lower weight 
and cost. The evolution of the modern high-speed electric 
locomotive in France thus appears to be entering a third 
phase, the second having been the substitution of Co-Co 
locomotives for some of the 2-Do-2 class which it was 
intended originally to build for the Paris-Lyons services. 
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Nigerian Railway Corporation 


HORTLY after the end of the war, the Nigerian 
Government set up the Cameroons Development Cor- 
peration and joined with the three other British West 
African territories to establish the West African Airways 
Corporation. These corporations did not take over the 
functions of existing departments but were new enterprises 
in fields which the government had not previously entered. 
The Executive Council accordingly considered the possi- 
bility of transferring to public corporations—a new con- 
ception at that time in Nigeria—the quasi-commercial 
services provided by the Government for the country. 
Examination showed that official undertakings of growing 
importance to the public, such as coal and electricity, were 
hampered in their development by close controls which 
were proper for a department but too inflexible to meet 
the needs of a rapidly expanding economy. There was 
also the lesser objection that, in the event of a labour 
dispute, the Government. as the employer, would find 
itself in the embarrassing position of being arbiter in its 
own cause. It was then decided, as a matter of general 
policy, to transfer undertakings of this type to statutory 
corporations. Ina speech in March, 1949, the Chief Secre- 
tary explained the Government's proposals to the Legis- 
lative Council. “The object,” he said, “is for the legis- 
lature to lay down the main policy to be carried out in 
the Bill establishing the corporation, then to give freedom 
to the corporation within the general framework of that 
policy to carry out the task allotted to it, and to make it 
answerable to the legislature on main questions of policy 
but not on the details of its day-to-day commercial activi- 
ties.” 

During the past four years the Nigerian Government 
has transferred its coal and electricity interests to statutory 
corporations. In 1952, at the August session of the House 
of Representatives, which has replaced the former Legis- 
lative Council, the Minister of Transport said that the 
Government had decided to establish a Railway Corpora- 
tion. In a later official statement the Government has 
announced its intention of setting un a Nigerian Ports 
Authority to which the railway ports of Apapa and Port 
Harcourt will be transferred from the railway administra- 
tion. The first main task of Colonel R. B. Emerson, who, 
as recorded in our May 25 issue, has been appointed as 
Chairman and Chief Executive Officer Designate of the 
new Railway Corporation, will be to examine the detailed 
plans for the transfer, which have been prepared in 
advance of his arrival with the view of introducing into 
the legislature the Bill establishing the Corporation. 


May Operating Results 


HE 4-week period to May 17 did not produce any 
change in the trend of freight train traffic originating 
on British Railways. The tonnage of merchandise and 
livestock decreased by 3-5 per cent, while mineral tonnage 
increased by 4°5 per cent and coal class tonnage by 5-1 
per cent. Compared with the May period of 1951, the 
decline in merchandise forwardings was 5-6 per cent—a 
great contrast to a rise of fully 10 per cent in mineral 
and coal traffic. Evidently a further loss of merchandise 
took place in the four weeks to June 14, as receipts from 
this highly-rated traffic were then 1-1 per cent below the 
1952 level. 

The ton-mile statistics emphasise the tendency for British 
Railways to become in the main hauliers of commodities 
passing in bulk. In every 4-week period after May, 1952, 
fewer ton-miles have been produced by merchandise. The 
decrease in May this year was 10,674,000, or 1-9 per cent. 
Mineral ton-miles were higher by 13,667,000 (3-4 per cent) 
and coal ton-miles rose by 55,767,000 (6-9 per cent). The 
total ton-mileage was 1,829,307,000, an increase of 3:3 
per cent. The average length of haul was nearly 74 miles 
—0-:07 of a mile longer than a year ago. 

Wagon loadings tell the same story. In May 1,018,000 
wagons carried an average load of 4 tons of merchandise, 
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a decrease of 41,000 (3-9 per cent). The number carry- 
ing over 11:5 tons of minerals or coal was 1,743,000, an 
increase of 56,000 (3-3 per cent). Owing to the pre- 
ponderance of heavy traffic, the average wagon load at 
starting point for all classes of traffic was 8-83 tons, com- 
pared with 8-64 tons in May, 1952, and 8.44 tons in May, 
1951. With its large stock of high-capacity wagons, the 
North Eastern Region had a load of 10°58 tons and the 
Eastern Region raised its load by nearly a third of a ton 
to 9:09 tons. In both cases the improved loading reflected 
a sharp decrease in the number of wagons forwarded with 
merchandise, coupled with increased forwardings of 
minerals and coal. The North Eastern lost 11,000 wagons 
of merchandise (6-9 per cent) and the Eastern no fewer 
than 21,000 (13-4 per cent), a high price to pay for gains 
of 16,000 wagons of low grade traffic (4:4 per cent) and 
11,000 (3:5 per cent) respectively. 


FREIGHT OPERATING STATISTICS 


To deal with the larger traffic volume, 3,412,000 more 
loaded wagon-miles were run (1-4 per cent) and 6,073,000 
more empty wagon-miles (2:7 per cent), so that the 
percentage of loaded to total wagon-miles fell slightly. In 
consequence 87,000 more loaded freight train-miles were 
needed (0-9 per cent) and 101,000 more empty train-miles 
(7°5 per cent), causing a total increase in freight train- 
miles of 188,000 (17 per cent). Freight train-hours 
advanced at the same percentage rate of 1:7 and freight 
train speed slowed down slightly to 9:04 m.p.h. The net 
ton-miles worked in a train engine hour reached an all- 
time peak of 1,202 for railways in this country. The 
average train load of 162 tons was 3 tons greater than 
the load in May, 1952, but 2 tons below the figure for 
March last. 

In a period of expanding traffic volume some advance in 
the unit output per hour of freight train operation was 
to be expected and the figure of 1,202 quoted above was 
1-2 per cent in excess of the ton-miles produced per train- 
hour in May, 1952. The highlight of railway operating is 
to lift the output in a time of contracting traffic volume, 
as the U.S.A. railways did last year. They then worked 
22,567 short ton-miles, 3-6 per cent over 1951, though 
wagon loadings were down 6:2 per cent and revenue ton- 
miles 4-9 per cent. Wagon and train loads fell a little, 
but the average daily mileage of a freight locomotive was 
126°8 miles, an all-time high; freight train speed between 
terminals was also a record at 17-6 m.p.h. These results 
could not have been achieved without the use of diesel 
motive power on a wholesale scale. 

In May British Railways set up a record for any period 
since 1948 by working 239 wagon-miles in a train engine- 
hour. The lowest figure recorded in the 6 years before 
the war was 253 in 1937, when the average wagon capacity 
was nearly 14 tons less. A quick turn-round of wagons 
is essential in existing conditions. On May 17 the available 
stock was 1,037,031 compared with 1,045,216 in January. 
At the end of 1952 the under-repair percentage of the 
wagon stock was 7:1; by May it rose to 7:4, representing 
83,062 vehicles out of action. As in 1952, wagons were 
withdrawn from service faster than they were replaced. 
Unless this process is checked, wagon shortages may occur 
in the later months of the year. 

The locomotive position does not seem to have improved 
during the 20 weeks to May 17. Successive issues of 
Transport Statistics recorded the delivery of 71 new loco- 
motives and the withdrawal of 227 from service. That 
meant the loss of 156 engines, as many as were scrapped 
during the whole of last year. The number available for 
traffic on May 17 was 15,453, or 248 less than at a com- 
parable date in 1952, and the number under repair was 
3,161, or 16°9 per cent of “net stock.” The state of the 
locomotives was no better than at the end of 1952, when 
3,157 were unserviceable. 


RAILWAY PASSENGER TRAFFIC 
British Railways originated 85,522,000 passenger 
journeys in the month of April, 1,293,000 fewer than a 
year ago. The rate of decrease, 1:5 per cent, would have 
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been greater but for a rise of 970,000, or 3-5 per cent, in 
season ticket journeys. The Southern Region’s share in 
this increase was 785,000 (5-6 per cent) and the Eastern’s 
287,000 (5-9 per cent). First class journeys numbered 
1,815,000, a decrease of 172,000 (8-7 per cent). The 
Scottish Region lost 74,000 first class travellers, almost 
25 per cent of last year’s bookings, the Southern 64,000 
(10:8 per cent), and the London Midland 20,000 (3-1 per 
cent). 

London Transport railways carried 45,107,000 pas- 
sengers in the 4 weeks to May 17, an increase of 40,000 
(0-1 per cent). The additional travel was confined to 
people paying ordinary fares, the issues of early morning 
and season tickets declining sharply. Railway car-miles 
were cut by 637,000 (3-7 per cent). 


ROAD TRANSPORT 

British Road Services carried 3,197,000 tons in May, 
168,000 tons less than in 1952 (4:9 per cent). Vehicle- 
miles were reduced in much the same proportion by 
2,600,000. In the same period Road Passenger Transport 
originated 179,855,000 journeys, representing an increase 
of 603,000 (0:3 per cent). The Tilling Group’s carryings 
were 370,000 less (0-3 per cent) and it ran the same number 
of car-miles as last year: the Scottish Group had 973,000 
more passengers (1:6 per cent) and worked 266,000 more 
car-miles (2 per cent). 

London Transport originated 293,781,000 journeys by 
road, an increase of 1,102,000 (0:3 per cent), but reduced 
road car-miles by- 320,000 (0-9 per cent). Altogether 
London Transport moved 338,888,000 people by rail and 
road, 1,142,000 more than a year ago (0°3 per cent), but 
15,188,000, or 4:2 per cent, below the number carried in 
the May period of 1951. 


Commonwealth of Australia Railways 


THE report for the year ended June 30, 1952, of the Com- 

monwealth of Australia Railways, which has been sent 
us by Mr. P. J. Hannaberry, Commonwealth Railways Com- 
missioner, shows aggregate net receipts of £117,318 on the 
working of the four railways, the Trans-Australian and 
Australian Capital Territory (Canberra) Railways, both 
4 ft. 84 in. gauge, and the 3-ft. 6-in. Central Australia and 
North Australia Railways. Net receipts were £64,405 and 
£114,481 on the Trans-Australian and Central Australia 
Railways respectively, the two larger systems. The finan- 
cial results, Mr. Hannaberry points out, despite sharp in- 
creases in the basic wage throughout the year, afford a bright 
comparison with the preceding year, for which there was 
an aggregate loss of £280,741. The principal cause of this 
improvement was progress in dieselisation of the Trans- 
Australian Railway. Total working expenditure rose 15-8 
per cent and gross revenue 36:6 per cent compared with 
1950-51. 

On the Trans-Australian Railway, delivery of Clyde- 
E.M.D. diesel-electric locomotives enabled the transcon- 
tinental passenger services to be accelerated. The completely 
reorganised through services were introduced on June 1, 
1952. The steam schedules of 43 hr. 25 min. for westbound 
and 41 hr. 23 min. for eastbound trains were reduced to 
254 hr. each way. Experience having shown that further 
reduction was practicable, action accordingly has been taken 
since the close of the year. The speed was not limited by 
the capacity of the diesel-electric locomotives, but by the 
type of carriage bogie in use. The new German-built pas- 
senger stock is fitted with special high-speed bogies, which, 
the report states, was expected to facilitate a timing of 
24 hr. between Port Pirie and Kalgoorlie. Alterations in 
services on the neighbouring railways have saved almost a 
full day on the journey between Perth, Adelaide, Melbourne, 
Sydney, and Brisbane. One effect of reduction of journey 
time on the T.A.R. has been a reductign in the number of 
restaurant car meals taken. The whole T.A.R. train service 
now is operated by diesel-electric power except for occa- 
sional minor shunting operations. 

The Budd diesel railcars placed in service on the T.A.R. 
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Year Trans- 
Heading ended Australian 

June 30 Railway 
Bg 4 eee 
Miles open for traffic ...miles 1 1951-52 eo 
Cost (excluding rolling-stock) ... as £ Hong ones 
i 4 ,950 
Cost of rolling stock £ oa 1 Tra'nes 
Earni £ 1952 1,556,266 
ee 1951 1191-495 
i 1,491,861 
Working expenses ... £ py a 
Revenue train-miles ... miles | oa 304993 
Results of working (excluding interest) ... £ | ae on 
z | 1952 102,708 
nterest bat ihe saa ‘ia we 1981 | 103,940 








(a) Rolling stock is the property of the New South Wales Government Railways 


in April, 1951, operated throughout the year. To provide 
additional space for baggage, parcels, and mails, trailers are 
attached to the Budd cars operating between Port Pirie and 
Port Augusta. Originally provided on the Port Pirie-Port 
Augusta and Port Pirie-Pimba sections, the Budd car ser- 
vice was extended to the Woomera Rocket Range in March, 
1952. Much use has been made of these railcars for special 
parties, with meals served from a buffet in the car. 

Through goods traffic over the T.A.R. to and from 
Western Australia declined against the previous year, some 
22,000 tons being transported west—and 4,000 tons east- 
bound compared with 23,000 tons and 5,000 tons respec- 
tively for 1950-51. The metal trades industrial dispute on 
the Western Australian Government Railways seriously 
interfered with the rail transport of goods during the last 
six weeks of the year and into the current year, with serious 
adverse effect on traffic. Local traffic it not considerable, 
apart from that to and from the Woomera rocket range. 
On the Central Australia and North Australia Railways 
there seems to have been no important development in 
goods traffic, apart from the Leigh Creek coalfield traffic 
on the C.A.R. 

In track maintenance on the T.A.R., Matisa track tamp- 
ing machines and a Jordan spreader-ditcher, the only 
machine of its type in the world (and incidentally requir- 
ing steam from one of the few T.A.R. steam locomotives 
in service) are stated by Mr. Hannaberry to have given 
good service. Dieselisation of the Trans-Australian has 
eliminated locomotive water difficulties, and water treat- 
ment plants on that railway have been closed down; water, 
however, remains a problem on the C.A.R. and N.A.R. 
Work has begun on the standard-gauge line between 
Brachina and Stirling North to give standard-gauge access 
to the Leigh Creek coalfield (now served by the 3-ft. 6-in. 
gauge C.A.R.) and supply the new electric power station 
at Port Augusta. 

The report draws attention to the striking economies 
since dieselisation of the T.A.R. The cost of operating 
the locomotive from the time the first was put in service 
on October 6, 1951, to June 30, 1952, was 47.55d. per 
locomotive mile, whilst the cost of operating steam loco- 
motives for the financial year was 183.17d. per locomotive 
mile. The saving in fuel costs with diesel-electric loco- 
motives compared with steam power was £240,000 and in 
water costs over £40,000. The availability of the diesel- 
electric locomotives has allowed the closing of intermediate 
locomotive depots, and the transfer of staff where they 
were badly needed. The transfer of drivers and firemen 
to the C.A.R. has resulted in reduction of costs on that 
line, as it has permitted substantial reduction in costly 
overtime payments to running staff. The decision to 
dieselise on the C.A.R. and N.A.R. led to contracts for 
14 955-h.p. diesel-electrics with the Birmingham Railway 
Carriage & Wagon Co. Ltd. and Sulzer Brothers. 

Besides the two complete passenger trains built in Ger- 
many for the T.A.R., which arrived at Port Augusta in 
October, 1952, rolling stock supplied to that railway by 
overseas builders during the year under review included 
bogie open goods wagons by the Metropolitan-Cammell 
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Central North ——— Total 

Australia Australia P for all 
Railway Railway Territory railways 

} Railway 

771 316 4 2,201 
33 40 75 4 
4,579,563 2,733,512 97,387 16,712,974 
4,556,413 2,713,568 89,767 16,332,483 
784,917 128,188 (a) 4,945,055 
674,368 127,923 (a) 3,541,157 
1,302,940 47,386 18,894 2,925,486 
907,011 36,757 17,737 2,153,000 
1,188,459 91,691 36,157 2,808,168 
885,170 69,255 25,789 2,433,741 
842,034 65,720 8,985 1,888,923 
776,179 70,703 9,010 1,840,885 
114,481 44,305 — 17,263 +117,318 
+21,841 32,498 —8,052 280,741 
130,886 56,060 930 290,584 
132,356 58,012 944 295,252 


Carriage & Wagon Co. Ltd. Diesel railcars are mentioned 
in the report as on order from the Commonwealth Engi- 
neering Co. Ltd., Sydney, to replace mixed steam trains on 
the C.A.R. and N.A.R. 

The advantages of a unified gauge for the Common- 
wealth are stressed by Mr. Hannaberry, who recommends, 
as a first step, conversion to 4 ft. 84 in. of the existing 
3-ft. 6-in. gauge line from Broken Hill to Port Pirie. Since 
the close of the financial year 1951-52 the Railway Stan- 
dardisation Division of the Commonwealth Department of 
Shipping & Transport has been disbanded. All matters 
relating to the standardisation of railway gauges are now 
handled by the Commonwealth Railways. 

Rising costs resulted, in September, 1951, in increases in 
all local passenger and freight charges; increases in goods 
rates were not uniform, the objective being an overall 
rise of 20 per cent on the T.A.R. 


Hot Boxes on Freight Wagons 


THE University of Illinois Engineering Experimental 
Station has recently undertaken research into the 
behaviour in service of solid journal bearings; and hot box 
incidents, with relative costs. The results of these investi- 
gations are given in the university’s Bulletin, Series No. 406, 
published recently. This investigation was carried out with 
the full co-operation of two class 1 American railways, 
and the different practices on each railway in dealing with 
the problems are clearly defined. It would appear that 
the greater number of hot boxes occurs within relatively 
short distances of the point of origin, which sugests that 
minor defects may be present in the axleboxes of empty 
stock which cause overheating when the wagon is loaded. 

The report also indicates that shunting operations may 
set up conditions which result in overheating, waste 
grabbing, and so on resulting from the wagon being 
stationary for some time. Furthermore, it was found that 
lubricating oil becomes very viscous at low temperature; 
and also, on a wagon being moved after standing for a 
period in a low temperature, there was a tendency for the 
packing to stick to the journal, and to move to a position 
from which it could not properly feed oil from the bottom 
of the axlebox to the journal surface. 

It was further found during the course of the investiga- 
tions that the effect of summer temperatures on hot box 
occurence was not in all cases due to the immediate 
elevation of the running temperature of the bearing, but 
in a large measure arose from the corollary effects on the 
lubricating materials used in the bearing. With higher 
outside air temperatures, the temperature of the waste 
packing increased, causing the viscosity of the oil in the 
waste packing to decrease. The oil then tended to drain 
to the bottom of the axlebox, leaving the top portion of the 
waste dry and fluffy; this condition increased the tendency 
to waste grab. It is possible that small waste grabs will 
not cause overheating until a wagon is heavily loaded, 
a feature which may explain the lack of immediate effects 
of high temperatures. 
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LETTERS TO 


July 10, 1953 


THE EDITOR 


(The Editor is not responsible for opinions of correspondents) 


Motive Power Statistics 

june 29 

Sir,—On May 22 you printed an article which queried 
the figures published in Transport Statistics to show the 
locomotive position at December 28, 1952. The British 
Transport Commission’s fifth report gave statistics as at 
December 31 and the two sets of figures are compared in 
the table below : — 


Number of locomotives | At December 28 At December 31 Difference 
Stored si re sie 369 364 5 
Net operating stock as 18,722 18,729 td 
Under repair ius a 2,869 3,157 + 288 
Available... a i 15,853 15,572 - 281 


The percentage of net operating stock under repair thus 
rose from 15°3 at December 28 to 16:8 at the end of the 
year, a great change to be effected in three working days ! 
Yours faithfully, 
YOUR CORRESPONDENT 
London, S.W.1 


Availability of Season Tickets 


July 2 
Sir,—With reference to the correspondence in connection 
with season ticket availability between Finsbury Park and 
Kings Cross, from March 1, 1941, all season tickets, in- 
cluding those available from stations north of Finsbury 
Park to Kings Cross and beyond, were made alternatively 
available over the lines of the London Transport Executive 
between Finsbury Park and Kings Cross (via Arsenal). 
The facility has continued since that date and there is 
no question of its withdrawal. 
Yours faithfully, 
M. B. THOMAS 
Public Relations & Publicity Officer 
British Railways, Eastern Region, 
Marylebone Station, N.W.1 


Harrow & Wealdstone Accident 


July 4 

Sir,—From the appendix to the Inspecting Officer’s 
report on the Harrow accident, it would appear that, while 
a decision to introduce automatic train control was made 
by the Railway Executive as long ago as August, 1948, 
and experiments started early in the following year, a 
satisfactory development model has only just been pro- 
duced, with the real trials yet to come. This is surely a 
sorry record for apparatus not very complex by present- 
day standards in electrical engineering. 

Moreover, the Hudd system, and that of the former 
G.W.R., seem to have been taken as the only bases of 
design, with little original thought, or regard for work 
done outside of the United Kingdom. For example, a 
modern, well-tried, and flexible system of A.T.C., the 
Swiss Integra, is available, and may well be rapidly adapted 
to British needs, if any change were necessary, and manu- 
factured here under license. 

The main body of the report contains a reference to the 
construction of coaches. That true integral chassisless 
construction must eventually be adopted, for reasons of 
economy as well as of safety, is apparent to all thinking 
engineers who look outside this island, or at other branches 
of the transport industry. Contractors would welcome the 
opportunity to gain experience in this field. 

Perhaps the powers of the Inspecting Officers of Rail- 
ways with regard to new track and signalling installations 
should be extended to cover the approval or rejection of 
designs of passenger rolling stock for future construction, 
and the issue of “ Certificates of Railworthiness ”! 


The fact that Britain had the best railway half-a-century 
ago does not automatically ensure that it has the best 
today. 

Yours faithfully, 
J. RODGERS 
132, Worrin Road, Shenfield 


British Railways Timetables 


July 2 
SiR,—Your correspondent, Mr. P. W. B. Semmens (June 
26 issue), is under a misapprehension in thinking that 
British Railways do not publish local timetables; they are 
published where there is a proved need, and we have sent 
Mr. Semmens specimens of both saleable local timetables 
and free samples of various through and local services, in- 
cluding, where applicable, particulars of cheap fares. 
As regards the summer issue of British Railways Con- 
tinental Handbook, copies of this are now available. We 
regret that it has not been ready earlier, the reason for the 
delay being the late receipt from several of the Continental 
railway administrations of information about their con- 
necting services, the inclusion of which is essential if a 
handbook of this kind is to serve its purpose. 
Yours faithfully, 
D. S. M. BARRIE 
Public Relations Officer 
The Railway Executive, 
222, Marylebone Road, N.W.1. 


Western Region Suburban Services 


July 7 

Sir,—In reply to Mr. D. T. Catling’s letter, under the 
heading “ Western Region Suburban Services,” in your 
issue of July 3, I should like to say that the peak service 
between 5 p.m. and 6 p.m. from Ealing Broadway to Slough 
is designed to cater for regular travellers who desire a 
service at this time in the evening to and from all the inter- 
mediate stations. 

The train timings at intermediate stations have been 
arranged to suit the needs of those who finish work at 
specific times and that is the reason for some of the station 
times being longer than is usual. 

[he provision of additional trains at the peak periods to 
cater for the needs of passengers such as your corre- 
spondent, who do not desire to use the intermediate 
stations, has been often considered, but, unfortunately, it is 
not possible to augment the services at this time of the day. 

The acceleration of the 1.30 p.m. Paddington to Pen- 
zance obviously has no effect on the evening service from 
Ealing Broadway to Slough, and although Mr. Catling may 
not desire to know that an improvement of 40 min. has 
been effected in the journey from Paddington to Penzance, 
there are many others who do and appreciate it. 

It is the aim of the Railway Executive to obtain the good- 
will of the travelling public by introducing improved 
facilities wherever this is possible, provided it does not 
prejudice the very large number of passengers who now 
find the existing services convenient to their requirements. 

Yours faithfully, 


C. J. RIDER 
ms Public Relations & Publicity Officer 
British Railways, Western Region, 


14, Bishop’s Bridge Road, W.2. 


Italian Luxury Electric Trains 


: June 24 
Sir,—Although I fully agree with the general comment 
in your June 12 issue on the beautiful but very expensively 
appointed Italian seven-car luxury electric trains, I think you 
overlooked the fact that Italian railway tariffs are very low. 
The “ETR 300” provides only first class accommodation 
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which costs in Italy about 1,200 lire per 100 km., with a 
supplement of about 45 per cent of the full first class fare. 
The total adds up to about 1,700 lire per 100 km., or about 


£1 per 100 km. 


This still compares favourably with other countries. For 
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the traveller. 
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few examples show that the Italiarf trains could not be ex- 
pected to be cheaper for the luxury which they offer to 


How do these tariffs compare with those of British Rail- 


ways? 


the same amount one travels in France 94 km. only first 
class (in ordinary stock and in trains without supplement), 
in Belgium 70 km. only first or about 100 km. second class, 


in Switzerland 58 km. first or 83 km. second class. 


Publications Received 


British Standards Yearbook, 1953. Lon- 
don: British Standards Institution, 24, 
Victoria Street, S.W.1. 8} in. x 54 in. 
489 pp. Price 12s. 6d.—This yearbook 
contains an up-to-date record of the 
work of the British Standards Institu- 
tion and lists the British Standards 
current at March 31, 1953, witha brief 
description of each. Also included is 
a list of the members of main councils 
and committees, together with the 
addresses in this country and overseas 
of places where complete sets of British 
Standards are maintained for reference 
purposes. 


Eastern Railway (India) Magazine, 
Special Centenary Supplement. Cal- 
cutta: Eastern Railway, 17, Netaji 
Subhas Road. 11 in. x 9 in. 320 pp. 
Illustrated. Price Rs.5.—This_ well- 
produced supplement contains nearly 60 
contributed articles on a wide variety of 
subjects. The first 45 pages are devoted 
to messages of greetings from the Presi- 
dent and the Prime Minister of India, 
many other Indian celebrities, and from 
British Railways. Some of the articles 
are personal reminiscences or historical, 
others describe features of Indian rail- 
way operation and a number are 
descriptive of proprietary articles or ac- 
counts of firms and their relations with 
Indian railways. The editorial, on the 
Eastern Railway, is generous in its 
acknowledgment of the part played by 
private industry in laying the founda- 
tions of and building up the Indian rail- 
ways of today. 


The South Eastern Railway and the 
S.E.&C.R. By R. W. Kidner. The 
Oakwood Press, Tanglewood, South 
Godstone, Surrey. 8 in. x 54 in. Illus- 
trated. Price 10s. 6d.—The South 
Eastern was the larger of the two rail- 
ways which for many years contended 
for traffic in nearly all the principal 
towns in Kent. It was older than its 
“ Little Rival,” the London, Chatham & 
Dover Railway, and embraced two 
pioneer lines, the Canterbury and Whit- 
stable, and the London & Greenwich. 
The original main line to Dover, the 
roundabout route via Redhill, was com- 
pleted in 1844, and it was not until 1868 
that the more direct line via Sevenoaks 
was opened. By that time, Sir Edward 
Watkin had become Chairman of the 
S.E.R., and over 20 years of fierce com- 
petition with the k.C.D.R. followed his 
appointment. There was not enough 
traffic for both companies, and although 
the S.E.R. fared better than its rival, 
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continuous poverty earned for it an un- 
enviable reputation for discomfort and 
unpunctuality. After Sir Edward Wat- 
kin’s retirement in 1894, relations be- 
tween the two companies improved, and 
they came together in 1899 as the South 
Eastern & Chatham Railway. Mr. Kid- 
ner has recorded the development of 
the system down to 1899, and has 
added an outline of the history of the 
S.E.C.R. A description of the chief 
features of the main lines and branches 
is followed by sections dealing with 
locomotives and rolling stock, signal- 
ling, and the cross-Channel steamers 
The illustrations include interesting ex- 
amples of locomotives and passenger 
coaches, and scenes on the line. 


Fabrication and Welding—dAn _illus- 
trated book has recently been issued by 
G. A. Harvey & Co. (London) Ltd., 
which surveys the new fusion welding 
stock built by the firm in 1945 for the 
production of class 1 pressure vessels. 
The book is in two parts, the first deal- 
ing with the processes involved and the 
equipment used in the manufacture of 
oil-refining equipment which includes 
Fusare and Unionmelt sets, X-ray 
equipment, a Fielding & Platt 3,500-ton 
vertical bending rolls, a Dowson & 
Mason stress-relieving furnace, and so 
on. The second part provides a survey 
of welding practices for the manufac- 
ture of heat exchangers, fractionating 
columns for oil refineries, and other 
class 1 vessels, and includes a number 
of welding diagrams for manual and 
automatic processes. A diagram of the 
shop layout is included, as well as a 
number of half-tones showing the 
equipment used and types of vessels 
manufactured. 


Cape Asbestos, 1893-1953: On Decem- 
ber 28, 1893, the Cape Asbestos Co., 
Ltd., was incorporated in London as a 
limited company, and its activities and 
development since that date are re- 
corded in an illustrated book recently 
published by the firm. The original 
company, the Cape Mineral Syndicate, 
did not undertake raising operations, 
its activities being confined to own- 
ing the land or the mineral rights, and 
the Cape Asbestos Co. Ltd. was formed 
for the dual purpose of acquiring 
property containing asbestos, and for 
purchasing the plant, premises and 
goodwill of an asbestos factory in Italy. 
The fortunes of the company fluctuated 
for some years, and development was 
undertaken only under considerable 
difficulty. For the first 12 years no 
dividend was paid on the ordinary 


Yours faithfully, 
ALBERT G. NYMEYER 


* Railway World Press,” Box 4081, Amsterdam 


shares, and the margin of profit fluctua- 
ted considerably until 1916, two years 
before the death of the company’s 
founder, Francis Oats, a Cornish min- 
ing engineer, to whose courage and per- 
severance the firm owes much. Re- 
search has resulted in a book which will 
be read with considerable interest. 


Coronation Number of “ The Welder.’ 
—The Coronation number of The 
Welder, published by Murex Welding 
Processes Limited, contains a series of 
contributed articles each dealing with 
the various aspects of welding from 
both the scientific and practical point 
of view. The subjects include the de- 
velopment of metallic arc electrodes, 
the saving of weight in structures by 
the welding of high-tensile steels, and 
problems associated with the welding 
of aluminium and its alloys for ships’ 
Superstructures and bridges. 


Development of the Rubber Industry. — 
An historical survey of the development 
of the Dunlop Rubber Co. Ltd. is given 
in an illustrated book “The Story of 
Dunlop through the Reigns,” published 
by the company. It traces the develop- 
ment of the industry from the year 1888 
when the first patent for Dunlop pneu- 
matic tyres was taken out. From that 
time growth of the firm was rapid; 
manufacture was transferred from Dub- 
lin to Coventry, with subsidiaries in 
many parts of the world. In 1929 centri- 
fuging was patented, from which the 
production of Dunlopillo resulted. The 
firm’s contributions to the war effort 
and postwar expansion in various 
parts of the world are described. 


French National Railways Travel 
Literature—A handbook of general 
information on travel in France this 
summer over the S.N.C.F. and by its 


associated road services, issued by 
French Railways Limited, _179, 
Piccadilly, London, W.1, contains 


illustrations of the most recent stainless 
steel coaches, electric locomotives, and 
cross-Channel steamers. Full informa- 
tion is given on the usual passenger 
travel questions, besides matters such as 
self-drive hire cars and transport of 
motorcars through the Mont Cenis 
Tunnel. The Indicateur Tourisme Rail 
et Route (Chaix), obtainable in England 
from the same source as the above, 
gives much information in French and 
English on motorcoach and other road 
Passenger services, also _ self-drive 
facilities in France and neighbouring 
countries. 


E2 





36 


THE SCRAP HEAP 


Commendable Ambition 


“If I am selected to fill the above 
vacancy, sir, | am sure that I should 
spare no pains in the discharge of my 
superiors."—From an application ad- 
dressed to the District Traffic Superin- 
tendent, Nairobi, quoted in the “ East 
African Railways & Harbours Maga- 
zine.” 

Shareholder’s Privilege 


Railway tycoon Paul W. Johnston, 
President of the Erie line, was surprised 
by a letter from the owner of one share. 

Writer was Bobby Courter, aged 12. 
He'd invested his £6 10s. savings in the 
company a year ago, what about a ride 
in an engine ? 

Fair enough, replied Mr. Johnston. 
So for two hours Bobby sat beside the 
engine-driver. He thinks the engine- 
driver’s drinking water should be re- 
placed with soda pop.—From “The 
Daily Sketch.” 


Carry Your Bag, Sir? 


The long station approach at Man- 
chester London Road, with its subtle, 
though gradually telling gradient, might 
have been specially designed for the 
bag-carrier’s benefit ; and it is here that 
his technique can be seen at its best. 
Here the old hand at the game will not 
generally accost his client until he or 
she—chivalry does not enter into it— 
has already half completed the job. 
This (a) is labour-saving, and ()) catches 
the traveller at the distinct disadvantage 
of by then being thoroughly exhaus- 
ted... 
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From now on there are no lengths 
to which the carrier will not go, or so 
he will make it appear, in an effort to 
please and hereby ensure a reasonable 
remuneration. — From ‘The Man- 
chester Guardian.” 


Ridiculous to Sublime 


To travel in the old-fashioned way— 
by train—from Milan to Rome, is to go 
from the worst to the best of modern 
monuments. No twist of fashion can 
ever redeem Mussolini’s Milanese rail- 
way station; with our own Port of Lon- 
don Building and the Vittorio Emanuele 
Memorial below the Capitol, it tops the 
apogee of humourless vulgarity. Only 
Caligula or Nero could have equalled it. 
To arrive in Rome, however, and pass 
from the train to the great Concourse, 
and then out to the street beneath the 
subtle tent-shaped canopy, is one of the 
good things of a modern journey. Who, 
for a few hours “ saved,” would change 
it for the arid runways and suburban 
bus rides of air travel ?—R. Furneaux 
Jordan in “ The Observer.” 


Competition for the Plymouth Liner 
Traffic 


The 11 a.m. train from Waterloo to 
the West of England reached Salisbury 
at 12.23, having accomplished the run 
of eighty-four miles in eighty-three 
minutes.—From “ The Evening News,” 
June, 1903. 

[A correspondent recalls that this fast 
running was symptomatic of the efforts 
made in the early years of this century 
by the L.S.W.R. to compete with the 
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G.W.R. for West of England traffic, 
more particularly for U.S.A. liner 
passengers via Plymouth. The Salis- 
bury accident of 1906 resulted in some 
deceleration, but competition for the 
ocean liner traffic continued until the 
pooling agreement with the G.W.R. in 
1910, when the L.S.W. “ Ocean Mails ” 
were withdrawn. The present fastest 
timing from Waterloo to Salisbury is 
83 min. by the 11 a.m. “ Atlantic Coast 
Express.” —Ep., R.G.] 


Toll of the Roads 

The Chief Inspector of Railways esti- 
mates that of 1,416 lives lost in acci- 
dents which were the subject of 
Government inquiry during the past 
41 years 399 lives (including the 112 
lost at Harrow) might have been saved 
if automatic train control had been in 
general operation. This is an average 
of 10 a year, or (if the exceptional dis- 
aster at Harrow be excluded) 7 a year. 

About 5,000 people are _ killed 
annually on the roads. Statistics do not 
relate how many of these casualties are 
due to collision at ‘“‘ black spots,” but 
it would be surprising if the number 
were not nearer 200 than 10.—From 
“The Daily Telegraph.” 


“ The Elizabethan ” 
(New Coronation Express, London- 
Edinburgh, 1953) 
Instinct with elegance and grace, 
Epitomising pride of race, 
A princess of the rail sets forth 
In royal progress to the North. 


On, on, in eager haste, 

No ounce of power to waste, 
Out of the gloom and grime, 
The rhythmic wheels beat time, 
Fleeting by field and fold, 
Fleeting by weald and wold, 
Fleeting by farm and fen, 
Fleeting by glebe and glen, 
Through many a city fair, 

To where the moorland air, 
Spanning the wilds between, 
Comes cool and clear and clean. 


On, by the lonely shore, 
Where echoes evermore 

The thundering ebb and surge 
Of ocean’s restless urge, 

And, borne upon the breeze, 
Sound ancient harmonies 

By ageless sirens sung 

Since first the world was young. 


On, on, by mines and mills, 
Past purple-headed hills, 
By streaming watershed 
Till Cheviot lifts his head, 
Cloud-capped, then, with a roar, 
She skims the lowland shore 
To where, beside the Silver Forth, 
Stands the proud Athens of the North, 
And, slowly, silently, 
She rests at Waverley, 
Calmly content to share 
Whatever man may dare 
To gild another glorious page 
For this Elizabethan age. 
A.B. 
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' OVERSEAS RAILWAY AFFAIRS 


CANADA 


New Dining Car for Newfoundland 


A new dining car for the 3 ft. 6 in. 
gauge Newfoundland lines has been 
turned out of the Moncton Shops of the 
Canadian National Railways. It has 
sixteen seats with four tables on one 
side and eight seats with four tables on 
the other. The chairs are upholstered 
in red simulated leather. The exterior 
is painted in Canadian National stan- 
dard olive green with gold lettering. 

Like other dining cars in service in 
Newfoundland, it has mechanical re- 
frigeration instead of ice refrigeration 
for food supplies and mineral water, 
making these vehicles the only dining 
cars so equipped on the C.N.R. The re- 
frigeration units, of which there are 
two, one for each refrigerator, are 
operated by electric motors run from 
the storage batteries of the lighting 
system. 


Ore Wagons for Labrador Line 

Delivery has begun of the 1,200 
specially-designed iron-ore wagons for 
the Quebec, North Shore, & Labrador 
Railway. These are unlike the ordinary 
American ore wagons in that they are 
only 31 ft. 6 in. long but have extra 
high sides. Also, they have no means 
for bottom unloading, and instead are 
designed to be picked up and dumped 
by the special dumping equipment at 
Seven Islands. In this connection, the 
construction of the corners permits of 
the use of pusher pads for precise 
spotting in the dumper. In view of the 
near-arctic conditions in which these 
wagons will have to work, one or more 
of them have been subjected to exten- 
sive special laboratory tests and also 
trial runs in winter in the Rockies. The 
wagons are of all-welded construction 
and their delivery by Pullman-Standard 
is expected to be completed in July. 
Roller bearings are fitted to all axle- 
boxes. 


New Jasper Park Lodge, C.N.R. 


The new central building at Jasper 
Lodge in the Rockies has been opened. 
It is 40 per cent larger than the building 
which it replaces. The design and con- 
struction, which normally would have 
taken at least two years, was completed 
in nine months so that the lodge would 
be ready for the 1953 season. 

Covering an area of 1} acres, the new 
building is spread over four wings and 
is the largest structure of its type in the 
world. Although it is built of steel and 
concrete and has all the refinements of 
a city hotel, its combination of field 
stone, log trim and cedar shakes imparts 
a rustic character. 

Even while the chief architect for the 
Canadian National Railways was work- 
ing on the design of the new building last 
August, clearing and excavation had 
already begun. As the plans came off the 


(From our correspondents) 


drawing board, they were flown to 
Jasper, and within 24 hr. the work was 
in progress. 

Because of other large projects at the 
time in the west, workmen were hard to 
muster. To shelter and feed them rail- 
way bunkhouses had to be sent from 
Edmonton and formed a settlement of 
their own at Jasper. Throughout the 
winter, with a canopy shrouding the 
framework to protect them from the 
weather, the men continued to work two 
shifts a day. 

The main dining room has accommo- 
dation for 550 guests at one sitting and 
is half the length of the concourse of 
the C.N.R. Central Station in Montreal. 
A 14-foot wide double fireplace, of field- 
stone, in the main lounge rises 33 ft. from 
the floor to the roof. The lounge is 90 ft. 
wide by 116 ft. long. 


UNITED STATES 


Accelerating the “ Twentieth Century ” 

About a year ago the “ Twentieth 
Century Limited,” the famous overnight 
New York Central train which conveys 
only sleeping car passengers, with a 
special services charge added to the fare 
and the sleeping room rate, was slowed 
from 16 hr. to 164 hr. in each direction 
for the 958-mile run between New York 
and Chicago. Thus for the first time in 
history it became slower than the com- 
peting “Broadway Limited” of the 
Pennsylvania Railroad, which retained 
its 16 hr. timing. 

From April 26, however, the 16 hr. 
timing of the “ Century ” was restored, 
and the “ Commodore Vanderbilt ” also 
was accelerated to a 16 hr. run both 
ways. The “Commodore” and the 
“ Century ” leave New York at 5.30 and 
6 p.m. (Eastern Time) respectively, and 


reach Chicago at 8.30 and 9 a.m. (Cen- 
tral Time); returning, their departures 
from Chicago are at 4 and 4.30 p.m., and 
their arrivals in New York at 9 and 9.30 
a.m. 

Before the deceleration of the “ Cen- 
tury” from 16 to 16} hr., for a time 
this train made the eastbound run 
(from Chicago to New York) in 154 hr., 
the fastest time ever scheduled between 
the two cities. 


Continuously-Welded Rail 

One of the largest rail-welding opera- 
tions yet undertaken in the United States 
will be in the new marshalling yard now 
being laid out by the Pennsylvania at 
Conway, Pennsylvania. Continuously- 
welded rail is to be laid throughout the 
yard, which will have 85 classification 
tracks, and 45,000 rail welds in all will 
be required. 


ARGENTINA 


New Automatic Crossing Gates 


The Sarmiento Railway has installed 
automatic crossing gates of new design at 
the Boyacd level crossing in Buenos 
Aires. They work electrically and close 
automatically when the train is 700 m. 
distant, while an alarm bell rings at the 
same time. Sufficient space is left when 
the gates are closed for a vehicle caught 
on the tracks to be driven clear of them. 


New Expresses 


The General Mitre Railway has placed 
into service a new weekly one-class ex- 
press named “El Quichua,” between 
Buenos Aires, Santiago del Estero and 
Tucuman, using new Werkspoor-built 
stock. The 1,152 km. are covered at an 
average speed of 58 km.p.h. A connec- 


The “ Uganda Mail”’ 
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A 48-4 + 4-8-4 oil-fired Beyer-Garratt locomotive on the “ Uganda 
Mail” arriving at Mombasa, Kenya-Uganda section, East African Railways 
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tion is provided in Tucuman with the 
General Belgrano Railway to Rio 
Hondo. The Sarmiento Railway has in- 
troduced a new bi-weekly day express, 
also of Werkspoor-built stock, between 
Buenos Aires and General Pico, cover- 
ing the 523 km. at 62 km.p.h. 


PAKISTAN 


Sylhet-Chhattak Line 

The Eastern Bengal Railway is at 
present engaged on a construction pro- 
ject of peculiar difficulty, a 20-mile line 
which will carry the existing railhead 
from Sylhet nearer to the boulder and 
shingle deposit areas in the eastern part 
of Eastern Pakistan. The plans provide 
for 36 bridges, ten of which are of 100 
ft. span and over. Nine of these major 
bridges will be within one stretch of 
some eight miles. 

The working season in this part of 
Pakistan is less than 100 days a year. 
Average rainfall is 225 in. a year. The 
earthwork involved is 28,000,000 cu. ft. 

The major bridges are being con- 
structed with R.C.C. piers and abut- 
ments on R.C.C. piles and well founda- 
tions. Work on the piers and pile 
foundations has been entrusted to Gam- 
man (Pakistan) Limited; well founda- 
tions and all other work is being carried 
out by E.B.R. engineers. 


IRELAND 


Customs Examinations of Trains 


Customs examinations of trains 
bound from Dublin for Northern Ire- 
land have been discontinued by the 
Republic of Ireland revenue authorities. 
It is understood that the matter had 
been under consideration for some 
time and that it was felt that facilities 
for export were more necessary than 
restrictions on the outward flow of 
goods. 

Non-stop trains from the North still 
are subject to Customs examinations on 
arrival at Amiens Street. 


FRANCE 
New Type of Coal Wagon 

The Pareco undertaking which is re- 
sponsible for nearly all the domestic coal 
unloaded in the Paris area has, with 
the approval of the S.N.C.F., brought 
Into use a new type of four-wheel coal 
wagon. Each wagon consists basically 
of two hoppers which direct the coal to- 
wards four doors, two on either side of 
the wagon. Each door consists of two 
large leaves with two smaller leaves be- 
low them. In addition, below each door 
is a small flap which, when the doors are 
closed, folds up over the bottom leaves. 

To unload a wagon the flap is lowered 
and the two bottom leaves of each door 
are opened. The coal then runs slowly 
by gravity through the aperture thus 
formed, and can be directed into sacks 
as desired without spilling on to the 
ground. The position of the flap and of 
the bottom leaves can be adjusted to 
control the rate of flow of the coal. It is 
claimed that four-fifths of the load can 
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be unloaded automatically and only the 
remaining fifth needs to be shovelled out 
manually. Unloading of a wagon can be 
completed in 40 min., and considerably 
less coal is lost in comparison with the 
more usual method of unloading. 

The wagons are of all-steel construc- 
tion and can carry a load of 29 tonnes; 
their tare weight is slightly less than 10-5 
tonnes. 


Container Handling 

Container traffic on the S.N.C.F. has, 
in the past, been confined largely to 
small containers because of the difficul- 
ties in handling large loaded containers 
weighing up to five tonnes, at stations 
and traders’ premises. 

The S.N.C.F. has built two prototype 
vehicles, each consisting basically of a 
four-wheeled mechanical horse, 
equipped with a crane, which can also 
haul a trailer. The crane js collapsible; 
when not in use it lies horizontally 
along the supports at the back of the 
cab of the mechanical horse. With one 
prototype, the crane, when raised for 
use, is supported on two auxiliary 
wheels which rest on the ground behind 
the rear wheels of the tractor. With 
the second prototype full load is sup- 
ported by the tractor itself. 

To unload a container from a wagon, 
a trailer is first placed near to the 
wagon, and the tractor, with its crane 
erected, positions itself at right-angles 
‘o the wagon. The container is then 
lifted and placed on the supports at 
the back of the tractor which manceu- 
vres itself, with its load, into a position 
adjacent to the trailer. The container 
is then raised again and placed on the 
trailer, the crane lowered and the 
trailer hauled to its destination by the 
tractor. 


WESTERN GERMANY 


Hamm-Diisseldorf Electrification 


As a first instalment of the electrifi- 
cation programme of the Federal Rail- 
ways, an initial credit of DM.90,000,000 
has been approved for the commence- 
ment of electrification on the Ruhr 
main line from Hamm via Dortmund, 
Bochum and Essen to Diisseldorf. This 
line, about 85 miles long, carries a 
heavy interurban traffic which will be 
catered for by electric railcars. Work 
is scheduled to take three years. It is 
likely to be followed immediately by 
electrification of the section from 
Diisseldorf via Cologne and Bonn to 
Remagen. 


SWITZERLAND 

Level Crossing Abolition at Baden 

The Ziirich-Brugg main line, carrying 
300 trains a day, is crossed on the level 
north and south of Baden by the busy 
Ziirich-Brugg highway. As the constant 
closing of the barriers causes consider- 
able delay to the heavy road traffic, plans 
for abolishing the two crossings and the 
building of a by-pass for through traffic 
have been considered for some time. 

Cantonal and local authorities have 
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now drawn up a scheme for the con- 
struction of two bridges under the rail- 
way and a road tunnel about 300 yd. 
long. To gain the required depth for the 
underbridge on the Ziirich side (Mellin- 
ger Strasse) a spiral ramp is needed, un- 
less the Ziirich road is lowered over 
a considerable distance. The cost 
of the scheme is estimated at some 
fr. 14,500,000. 

The possibility of diverting the rail- 
way in a new tunnel west of the present 
alignment was examined, but it was 
found that this solution would be much 
more costly and, in addition, would 
have other drawbacks. 


AUSTRIA 


Federal Railways Hydro-Power Plant 


The first underground hydro-power 
station in the country is about to go into 
operation at Braz. The power produced 
at Braz is an appreciable addition to the 
power supply of the Federal Railways. 
The power of the 900 ft. head of the 
Afienz torrent and that of the tail race 
of an already existing plant at Spullersee 
will eventually be used by six Pelton 
turbines which drive three single-phase 
a.c. generators, each generating 10,000 
kVA. 


Use of Anti-Avalanche Rockets 

The Federal Railways are experiment- 
ing in the Tyrol with rockets by which 
small masses of snow are detached from 
the mountain, thus avoiding dangerous 
accumulations of snow which would pro- 
voke avalanches. 

The launching bases consist of con- 
crete foundations. The rockets which are 
used for the present tests have a radius 
of action of 1,500 m.; others arg being 
studied which will have a radius of 
action of over 3,000 m. 


Inspeciion at Demarcation Line Eased 


Inspection of passenger and goods 
trains on the main artery to the west at 
the demarcation line between Lower 
Austria and Upper Austria has been 
eased. Hitherto the Russians required all 
trains, whether bound for or from 
Vienna, to stop at Ennsdorf Halt, an in- 
significant place immediately east of the 
River Enns which forms the frontier be- 
tween Lower and Upper Austria and at 
that point also the boundary between the 
Russian and American zones of occupa- 
tion. 

To need to stop at Ennsdorf Halt, 
lacking all technical and operating faci- 
lities, caused disorganisation and delay, 
and repeated efforts were made by 
Austria to have the inspection of the 
trains carried out at St. Valentin, a junc- 
tion three miles east of Ennsdorf, where 
the Vienna-Linz main line is joined by 
connecting lines from the south and from 
the north, and far more suitable for the 
purpose. This was eventually agreed to 
and the change took effect after Whit- 
sun. The travelling time of passenger 
trains on the Vienna-Linz main line has 
thereby been reduced, and a source of 
frequent and substantial delays elimin- 
ated. The inspection of goods trains also 
has been eased. 
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Valenciennes-Thionville Locomotives 


Factors governing selection of converter and other 
methods of using the 50-cycle frequency for traction 


YEAR from now deliveries are due 

to begin of the first of the 105 
locomotives ordered by the French 
National Railways for services on the 
25,000 V., 50-cycle electrification at 
present in hand between Valenciennes 
and Thionville. With the branches 
from Longuyon to Conflans-Jarny and 


Longwy, from Audun-le-Roman to 
Baroncourt, and from Knutange to 
Algrange, the total mileage being 


electrified is 225-5. 

Four types of locomotives have been 
chosen, two with rotary-converters, one 
with ignitron rectifiers, and one with 
a.c. motors operating at 50 cycles. The 


converter types will be the most 
numerous, namely 65 locomotives with 
a.c./d.c. conversion, and 20. with 
machines converting the  50-cycle, 


single-phase a.c. to 
variable frequency. There will be 15 
locomotives with 50-cycle traction 
motors, and five with rectifiers and 
d.c. motors. This selection of motive 
power has been governed to a great 
extent by the traffic to be handled and 
the physical characteristics of the 
routes involved. 


three-phase at 


Traffic Characteristics 

Freight trains constitute the major 
part of the traffic, of which the heaviest 
are those conveying iron ore to 
Valenciennes (1,350 tonnes), or to 
Ecouviez for transfer to the Belgian 
railways (1,750 tonnes); and others of 
up to 1,750 tonnes running over 
relatively short distances such as 
Longwy-Conflans-Jarny to supply ore 
to the steelworks of Lorraine or the 
Saar. 

Other heavy trains of up to 1,350 
tonnes are those bringing coal from 
the North and the Pas de Calais to 
Valenciennes or Thionville via Longwy; 
and from the Sarre or the Lorraine 
mines to Longwy or Mont St. Martin 
via Thionville; and trains of limestone 
for steelworks or of metallurgical by- 
products, mainly bound for the port of 
Dunkirk. To this traffic are added 
trains running between the marshalling 


yards of Conflans-Jarny, Florange, 
Longwy, Lumes, Aulnoye, and 
Valenciennes. Ordinary pick-up goods 


trains form only a small proportion of 
the total. 

Passenger traffic is light. The number 
of stopping trains and the sections over 
which they run have been reduced by 
co-ordination measures, and certain 
services will continue to be maintained 
by diesel railcars after electrification. 
There are a few long-distance and inter- 
national trains using the whole or parts 
of the line, but it is foreseen that if 
traffic between Great Britain, Switzer- 
land, and Austria regains its pre-war 
proportions, more trains might follow 


the Valenciennes - Thionville route 
because it saves 13 miles compared 
with that via Chaumont on the Calais- 
Basle journey, and is only 17 miles 
longer than Calais-Berne via Chaumont 
and Delle. 

The lines to be electrified have a 
number of | in 100 gradients west of 
Hirson and east of Longuyon, as well 
as between Baroncourt and Audun-le- 





—the Co-Co No. 6001 and _ the 
Bo-Bo-Bo 6002, both of 120 tonnes, for 
the Limoges-Brive-Montauban section 
of the Paris-Toulouse main line. These 
are limited to 1,200 tonnes on 1 in 100. 


Conversion to D.C. 


The 65 Co-Co locomotives with a.c. 
to d.c. converters are being built by Als- 
thom. Their leading dimensions, which 
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Power circuits of converter (a.c./d.c.) locomotive 


1 in 87 in the west-east direction for 
nearly two miles between Fourmies and 
Anor, some 6:2 miles west of Hirson. 
Curvature limits the maximum _ speed 
of passenger trains to between 56 and 
68:5 m.p.h. The lines to be electrified 
have a maximum axleload of 20 tonnes. 

For starting and hauling the heaviest 
trains, converter locomotives with the 
Co-Co wheel arrangement have been 
chosen, and no difficulty has been found 
in accommodating rotary converter 
groups, either d.c. or 3-phase a.c., within 
a locomotive weight of 120 tonnes. This 
method has advantages over rectifiers 
both in power factor and simplicity 
of electric braking. Adhesion benefits 
because the converter system permits 
very gradual acceleration and facilitates 
the prevention and suppression of 
slipping. Both converter types will be 
operating continuously close to their 
nominal ratings of 2,400 h.p. and 3,500 
h.p. respectively, and these conditions 
combine with the unity power factor to 
compensate to a great extent for the 
losses in the rotary machines. 

The two converter types have been 
designed to start and haul loads of 1,800 
tonnes on 1 in 100 gradients. In this 
their performance will be superior to 
that of the only two S.N.C.F. 1,500 V. 
d.c. locomotives of comparable weight 


phase design with similar wheel arrange- 
ment, are :— 


Weight in working order ... 120 tonnes 
Maximum speed 37 m.p.h. 
Wheel diameter 3 ft. 74 in. 
Bogie wheelbase 15 ft. 4 in. 
Bogie centres 31 ft. I in. 
Length overall 61 fc. IT in. 


Their continuous rating is 2,490 h.p., 
23-2 tonnes T.E., at 17 m.p.h., and 
tractive effort at starting is 42 tonnes. 
Motor current at 600 V. is 550 A. The 
converter set consists of a single-phase 
synchronous motor and two d.c. trac- 
tion generators on a common shaft. 
One of the traction motor blowers is 
direct-coupled to the same shaft, while 
the second is driven similarly from an- 
other rotary group consisting of an 
Arno single/3-phase converter and two 
d.c. auxiliary generators. 

Fig. 1 shows the control scheme 
schematically. GP1 and GP2 are the 
main generators, driven by the syn- 
chronous motor referred to above, of 
which the stator is connected to a 
2,700 V. secondary of the main trans- 
former while the rotor is excited by one 
of the auxiliary d.c. machines of the 
Arno group. The motor runs at 1,500 
r.p.m. and is required to deliver its full 
power of 2,900 h.p. without risk of pull- 
ing out of synchronism on line voltages 
varying between 19,000 and 27,500. The 
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generator output and locomotive speed 
are controlled by varying the out- 
put of the exciter, Ex.GP, which has its 
field connected to one of the auxiliary 
generators. The traction motor voltage 
can be varied from 0 to 700, and the 
generator current at maximum volts is 
1,305 A. Ex.GP and the traction motor 
field exciter, Ex.AS, are mounted in a 
common frame and driven by a 380 V. 
induction motor. It will be noted that 
in addition to their series fields, the 
traction motors M1 to M6 _ have 
separately-excited fields FS1 to FS6, all 
in series across Ex.AS, which has an 
anti-shunt characteristic. 

The six traction motors, connected in 
two groups of three in parallel across 
each generator, are continuously rated 
individually at 409 h.p. for 600 V., 
550 A., and 1,100 r.p.m. 


Three-Phase Motors 

A description of the system adopted 
in the locomotives with single/three- 
phase converters was given in our Octo- 
ber 31, 1952, issue. A synchronous 
phase-converter with single-phase motor 
winding and a three-phase stator, the 
latter supplying 535/535/925 V. at 
3,000 /2,000/1,100 A., feeds three-phase 
current to the rotor of a frequency 
converter. This rotor is driven at a vari- 
able speed by a d.c. motor connected to 
a generator on the shaft of the phase- 
converter. By this means a three-phase 
output continuously variable in fre- 
quency from 0 to 135 cycles can be 
taken from the  frequency-changer 
stator to supply the six squirrel-cage 
traction motors. The scheme was shown 
in principle in our issue referred to 
above. The electrical equipment of 
these locomotives was designed by the 
Oerlikon Engineering Company, and 
the mechanical parts are being built by 
L.B.C., Batignolles. Each motor has 10 
poles and its continuous rating at 91:3 
cycles (1,055 r.p.m.), 930 V., 333 A.. is 
590 h.p. The locomotive ratings are as 
follow :— 


Continuous rating ... 3,590 h.p., 24 tonnes T.E. at 


2 24-5 m.p.h. 
T.E. at starting 40 tonnes 
Motor voltage 930 V. 
current 333 A per phase in each 
motor 


Bo-Bo Locomotives 

The Bo-Bo locomotives, with 50- 
cycle motors, are intended for passenger 
train service and for the faster type of 
train generally. Experience gained on 
the trial line in the Savoy and on the 
test bed has shown that the 50-cycle 
motor is suitable for the relatively high 
starting accelerations required for this 
type of service. 

Rectifier Bo-Bo locomotives have 
been included in the scheme with a 
special view to studying the effects of 
harmonics and the forms of interference 
they may cause. 

Dimensions of the Bo-Bo locomotives 
are as follow: — 


Weight in working order ... 80 tonnes 
Maximum speed ° we 654 m.p.h. 
Wheel diameter aie pe wer 4 fc. I} in. 
Bogie wheelbase _ vis — 10 ft. 6 in. 
Bogie centres oes ons sen 26 ft. Hl in. 
Length overall 52 ft. 6 in. 
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The 15 locomotives with 50-cycle 
motors are being built by S.F.A.C., Le 
Creusot, and F.A.C.E.J., Jeumont. Con- 
trol is on the high-tension side of the 
transformer and provides 20 notches 
selected by a hand-operated controller. 
The motors have resistive shunts across 
the interpoles with arrangements for 
changing their effective value so as to 
extend the speed range over which com- 
mutation is assisted. There are also 
resistance leads in the armature wind- 
ings. Each motor has a continuous rat- 
ing of 670 h.p. at 235 V., 3,200 A., 681 
r.p.m. 


Rectifier Design 

In the five rectifier locomotives, eight 
ignitron rectifiers are connected to pro- 
vide full-wave rectification for the four 
six-pole d.c. traction motors. At 675 V., 
950 A., each motor is rated continuously 
at 780 h.p. The locomotive ratings 
are: — 


Continuous rating ... 3,120 h.p., 17-6 tonnes T.E. 


at 29 m.p.h. 
24-5 tonnes 


As in the locomotives with 50-cycie 
motors, control is on the H.T. side of 
the transformer by means of a hand- 
operated controller with 20 notches. 
These locomotives are being built by 
S.F.A.C., Le Creusot, and Schneider- 
Westinghouse. 


T.E. at starting 


Mechanical Construction 


All locomotives have a central driv- 
ing cab housing a single control desk 
with two driving positions. In order to 
provide good visibility from the central 
cab, the two pantographs are supported 
by brackets at the same height as the 
roof of the cab, while the top covers of 
the equipment compartments have been 
arranged at a suitably low level. 

The frames are of robust construc- 
tion, consisting essentially of two 
wrought-iron longitudinals strongly 
cross-braced. The driving cab has a 
double roof, the framework of the cab 
being fabricated from steel sections and 
designed to carry the weight of the over- 
hung platforms which support the pan- 
tographs. Access to the cab is through 
two doors opening inwards. The equip- 
ment compartments are constructed of 
easily dismantled sections and have in- 
spection doors to facilitate access to 
those pieces of apparatus which require 
frequent inspection. Height to the top 
of the equipment cases is 9 ft. 6 in. and 
to the cab roof 12 ft. | in. 

The bogies and suspension arrange- 
ments vary considerably between the 
Bo-Bo and Co-Co type locomotives. In 
the Co-Co classes each bogie consists of 
two longitudinal members of sheet steel 
plate suitably cross-braced, two pivots 
(of which one is free to move trans- 
versely to permit lateral displacement 
between underframe and bogie) and 
two equalisers, consisting of helical 
springs working in manganese steel 
bushes. The suspension of the bogie 
frame on the axleboxes is effected by 
cold rolled laminated springs resting on 
the boxes and controlled by the equalis- 
ing beams. 
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The Bo-Bo bogie frame is of fab- 
ricated and welded construction, built 
up from steel plates and steel castings. 
Transmission of longitudinal forces be- 
tween superstructure and bogie is 
effected by means of tie-bars mounted 
on a pre-stressed resilient system. The 
points of articulation and the rubbing 
faces of the various connections between 
underframe and bogie are of man- 
ganese steel. 

The superstructure is carried by links, 
working in manganese steel bushes on 
the extremities of two laminated springs 
in each bogie. The springs are anchored 
by inclined rods (lateral swing link sus- 
pension) and a spring plank is carried 
in the bogie frame by two lateral sup- 
ports provided with bearing pads. A 
transverse retaining link connects the 
bogie bolster and the bogie frame. Each 
side of the bogie frame rests through 
two pairs of helical springs on an 
equalising beam connecting the two 
axleboxes. 


Motor Suspension 


The traction motors of the a.c./d.c. 
Co-Co locomotives are each secured 
laterally to a gearcase, one end of 
which is carried on the axle by two axle 
suspension bearings and the other part 
is resiliently mounted on the bogie tran- 
som by means of rubber blocks. In the 
single / three-phase locomotives the trac- 
tion motors are nose suspended. 

The traction motors of the Bo-Bo 
locomotives are mounted in the bogie 


frames. Each motor drives through 
an intermediate gear to a_ large 
gearwheel carried on a_ steel quill 


journalled in the bogie frame and con- 
centric with the driving axie. There is 
also a gearwheel coupling the pinions 
of the two motors in the bogie. All 
gears are housed in a single gearcase. 
Each final drive gearwheel is coupled to 
the driving axle through a cardan shaft. 

This transmission provides both for 
the rotary movement of the axle and, 
through the fixed pivot of the driving 
gearwheel, for the transversal relation- 
ship between axle and bogie frame. The 
transmission is designed to transmit the 
motor torque and to deal with possible 
variations of the latter, also the trans- 
verse forces resulting from the side 
thrusts transmitted by the axles. 


MULTI-NoTtcH MANUAL CONTROLLERS.—On 
some electric light railways and mountain 
lines a power controller directly operated 
by hand meets requirements as adequately 
as the more familiar traction type with 
remote control. By the use of cam- 
operated contacts, and by improving the 
design of the cams themselves, Brown, 
Boveri & Co. Ltd. has recently produced de- 
signs in which a large number of motoring 
and braking notches is provided in hand 
controllers of compact dimensions which 
nevertheless will handle up to 600 h.p. at 
1,500 V. One type illustrated in a recent 
issue of The Brown Boveri Review in- 
corporates 16 starting and 16 main brak- 
ing positions, together with additional 


steps for fine control of braking. 
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- Electric Traction Systems, Present and Future—1 


Comparative study of d.c. and a.c. schemes 
already established and in course of development 


By J. C. Grant, M.Sc., A.M.I.E.E., A.M.N.Z.LE. 
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French National Railways Bo-Bo 50-cycle rectifier locomotive, built by 
Alsthom, at Annecy 


UCH well-merited attention has 
recently been focused on the 
development of what is now known as 
50-cycle traction. The limelight has 
been cast almost wholly on the endea- 
vours of the French engineers led by 
MM. Armand and Garreau, who, since 
the war, have restored the 50-cycle work- 
ing instituted by the Germans on the 
H6llentalbahn in 1936, and have con- 
structed the new 50-cycle electrification 
based at Annecy. 

The Germans originally operated 
four locomotives of different types on 
the Hollental system: one with 50- 
cycle traction motors, one on the 
Kand6 rotary phase-conversion system, 
and two with rectifier-fed d.c. traction 
motors. Since the war, the French have 
introduced on this system a_ further 
locomotive and a railcar, both with 
50-cycle traction motors. 

The original order for the Annecy 
line did not include any form of loco- 
motive equipped with a mercury-arc 
rectifier. Of the three prototype loco- 
motives ordered, two were equipped 
with single-phase 50-cycle commutator- 
type motors, and the third with d.c. 
motors fed from a motor-generator. 

The main trend of the French de- 
velopment was thus, till quite recently, 
towards the straight 50-cycle locomotive 
without intermediate conversion of any 
sort. Just over a year ago, however, 
an experimental rectifier locomotive 
built by the Alsthom company began 
trial running on the Annecy line. Whilst 
it is too early to draw any conclu- 
sions regarding the performance of the 
three different types of locomotive on 
the Annecy line, it may be concluded 
that the operation of the straight 50- 


cycle locomotive has not been such as 
to preclude the necessity for experi- 
menting with the alternative rectifier 
and motor-generator types. 

The trend away from the 50-cycle 
single-phase motor is further exempli- 
fied by the plans for the Valenciennes- 
Thionville electrification in the North 
of France, announced towards the end 
of last year. Of a total of 105 locomo- 
tives, only 15 are to be driven by 50- 
cycle motors. A further five locomotives 
are to employ ignitron rectifiers. The 
majority, namely 65, are to have motor- 





generators with d.c, traction motors, 
and the remaining 20 locomotives are 
to be provided with three-phase trac- 
tion motors on what may be regarded 
as a modification to the Kand6 system 
embodying a continuously-variable 
frequency control. 

Much has been said and written re- 
cently to emphasise the implications of 
the development of 50-cycle traction. 
Among the many points made are the 
simplification and reduction in the 
number of substations, the lightening 
and cheapening of the overhead contact 
system, control of the locomotive by 
voltage variation, and the possibility of 
employing induction motors to drive 
the locomotive auxiliaries. All this has 
had the effect of obscuring the proved 
advantages of the existing systems of 
electrification, particularly those em- 
ploying the lower voltage d.c. contact 
system. Indeed, some writers have 
posed the possibility of the eventual 
doom of d.c. traction under the impact 
of its high-voltage rival. 

It is the purpose of the present article 
to put the major forms of traction into 
their true perspective, and to indicate 
the sphere in which each will be likely 
to predominate. The results of this 
discussion are interesting, for it becomes 
apparent that unless some major tech- 
nical discovery is made, the introduc- 
tion of 50-cycle traction, two forms of 
which have become a practical accom- 
plishment in Hungary and the Belgian 
Congo, is not only likely to extend 
electric traction to routes which would 
have proved uneconomic with a low- 





A Bo-Bo locomotive with single-phase, 50-cycle traction motors, operating 


between Jadotville and Tenke in the Belgian Congo. 


The builders are 


A.C.E.C. (electrical) and Ateliers Metallurgiques de Nivelles (who made 
the mechanical parts) 
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voltage contact system, but is also 
likely to extend the application and im- 
portance of the sealed steel tank mer- 
cury are rectifier in this form of trans- 
port. 


Choice and Classification of Systems 


Any system of traction comprises 
three essential components: ‘the 
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locomotives, necessitating a feeder and 
collector system on the routes to be 
followed by the locomotives. The loco- 
motives, being thus divested of their 
energy generators, are simpler in con- 
struction, cheaper in operation, and 
have a high service factor, 

The savings realisable from _ these 
advantages mainly occur during opera- 





An English Electric 1,500 V. d.c. motor coach and trailer climbing the 
steep incline between Wellington and Johnsonville, New Zealand 


generator of energy, the motive power, 
and the motive unit. The main forms 
of traction are classified according to 
the form of motive power on which 
they are based—steam, oil, gas, or elec- 
tricity. Of these four, only electricity 
is capable of practical generation in 
fixed power stations remote from the 


tion and have the effect of decreasing 
the annual operating charges on the 
system, and of improving revenue. The 
additional capital tied up in the fixed 
installations must be set on the opposite 
side of the balance sheet in the form 
of annual interest and depreciation 
charges, so that in general the 


TABLE | 
CLASSIFICATION OF ELECTRIC TRACTION SYSTEMS 





Site of traction supply units 


Rectifiers or 


Type of traction motors on locomotives 








Generators rotating D.C. series Single-phase Three-phase 
converters a.c. series a.c. induction 
D.C. | A.C. 1 
On ground .| On ground . D.C. at pantograph Low-frequency (!-ph.) 
or collector shoe. a.c. at pantograph. 
Rheostatic starting Voltage control 
D.C. 2 AS.2 
On ground .. On locomotives .... Normal - frequency. Normal - frequency 
A.C. at panto- — (l-ph.) ac. at 
graph. Voltage pantograph. 
control Frequency control 
D.C. 3 
On locomotives .... None -| Diesel-electric or 
turbo-electric — 
locomotives with 
voltage control 
A.C. 4 A.C. 5 
On ground .. None Normal - frequency Normal - frequency 
(I-ph.) ac. at (3-ph.) ac. with 
pantograph. dual contact wire 


Voltage control and pantographs. 


Rheostatic starting 


| ! 
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advisability of electrifying a railway 
depends on the relative efféct of these 
two opposing economic factors. 

Having decided on railway electrifica- 
tion, the decision as to the most 
advantageous system to use is not 
usually such an easy one, and in many 
cases in the past has apparently been 
taken in rather an arbitrary fashion. 
Be that as it may, it will shortly be 
shown that the various electrified railway 
systems throughout the world in general 
follow a surprisingly simple pattern, 
which indicates that even if any particu- 
lar system might not originally have been 
strictly in accordance with the prevailing 
needs, the subsequent operating circum- 
stances have tended to conform to the 
requirements of the system chosen. 

It is frequently the practice to group 
electric traction systems according to the 
type of electrical supply carried by the 
contact system. Thus all the systems at 
present under test at Annecy are known 
collectively under the heading of 50-cycle 
traction. This is misleading for there is 
a vast amount of difference between a 
locomotive with 50-cycle traction motors 
and a rectifier or converter locomotive, 
all of which nevertheless operate below 
a 50-cycle contact wire. 

In the writer’s opinion, the main dis- 
tinction to be drawn is that between the 
three main types of locomotive driving 
motor: d.c. series wound, single-phase 
a.c. series wound, and three-phase a.c. in- 
duction motors. The method of provid- 
ing a supply to the motor chosen then 
merely becomes a rather specialised form 
of distribution problem, which is capable 
of solution along similar lines to any 
other distribution scheme. 

Viewing the traction supply and dis- 
tribution system in its widest sense, we 
must include a generator of electrical 
power, optional supply converters, and 
locomotive traction motors, with inter- 
connections between these three groups 
of equipment. The major electric trac- 
tion systems have been classified in 
Table I, according to the location of the 
power generators and converters on the 
ground or on the locomotives. The three 
columns of this table relate to each of 
the three types of traction motor. The 
various traction systems listed will now 
be briefly reviewed. Definitions of the 
terms D.C. 1, 2 and 3, and A.C. 1, 2, 4, 
and 5 will be found in Table I. 


Traction with d.c. Motors 


System D.C. 1.—This covers most nor- 
mal d.c. electrification schemes at present 
in operation. It employs the simplest 
type of locomotive or motor coach, in 
which the motors are wound for the volt- 
age on the contact system itself. Sub- 
stations for converting the 3-phase a.c. 
supply from the distant power source are 
placed at intervals along the track de- 
pending on the contact line voltage. The 
higher the d.c. voltage, the further apart 
these converter substations can be 
spaced, but, as is well known, there is a 
limit to this process above about 3,300 
volts imposed by the traction motors 
themselves, and possibly by the d.c. cir- 
cuit breakers in the substations. 
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System D.C.2.—The rotating con- 
verter locomotive, along with its 
counterpart, the rectifier locomotive, 
which is now coming into prominence, 
can be regarded as developments of 
the normal d.c. traction system in which 
the converting substations are trans- 
ferred from the ground to the loco- 
motives. By this means, the higher a.c. 
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System D.C.3.—Having transferred 
the converting substations from the 
ground to the locomotives, we can 
proceed one stage further and transfer 
the generator of energy itself to the 
locomotives. The contact line now dis- 


appears entirely, but in addition to their 
generating equipment, the locomotives 
now have to carry an adequate supply 





WA) 


Train on the Estr 


voltage of the distribution lines from 
the power source to the converting sub- 
station can be applied to the contact line 
itself, with consequent saving in copper 
and lightening of the overhead system. 
Thus a reduction in cost of the fixed 
installations is achieved at the expense 
of greater complexity in the loco- 
motives. However, the bulky control 
rheostats can be replaced by a more 
elegant form of voltage control. 


Advent of the Rectifier 


An interesting analogy can be drawn 
at this stage. Fixed substations on d.c. 
traction systems were originally based 
on rotary converters or motor-generator 
sets. The first rectifier unit was 
installed on the Midi Railway of France 
as early as 1922. After about 1930, 
new substations were provided with 
pumped steel tank or pumpless glass 
bulb mercury arc rectifiers in an 
increasing number of cases. Finally, 
as a result of the advent of the sealed 
steel tank mercury arc rectifier, the 
cumbersome rotary machines have been 
entirely outmoded in fixed substation 
installations. Regarding the converter 
locomotives, such as those at Annecy, 
as moving substations, is it not reason- 
able to conclude that the rotating con- 
verter locomotive is doomed to extinc- 
tion in competition with its mercury arc 
rival? 
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of fuel for each journey. Traction 
systems of this type include the well- 
known diesel-electric and a few turbo- 
electric locomotive units. Direct current 
series-wound traction motors are em- 
ployed owing to their favourable 
characteristics, especially under voltage 
control. 


Traction with a.c. Motors 


System A.C.1.—The single-phase a.c. 
series-wound motor, being basically a 
development of the d.c. series motor, 
possesses more favourable _ traction 
characteristics at a lower than a higher 
supply frequency. Where this type of 
motor is used on established traction 
systems, therefore, a supply frequency 
at the contact wire of 25 cycles or 
below obtains. This is usually lower 
than the frequency of the main power 
supply network, so that if an inde- 
pendent low-frequency generating 
system is to be avoided, stationary 
frequency - converting substations, 
analagous to the rectifying substations 
with d.c. traction, are essential. 

Owing to the higher contact wire 
voltage than is possible with system 
D.C.1, the converting substations are 
further apart, resulting in a reduction 
in cost of the fixed installations, but 
the locomotives tend to be rather more 
expensive. 

System A.C.2.—If the converters are 
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now transferred to the locomotives, it 
becomes preferable to employ either 
d.c. series traction motors as discussed 
under System D.C.2, or 3-phase auc. 
induction motors. The latter choice 
has been made in Hungary with its 
well-known Kando system of electrifi- 
cation. Some form of frequency con- 
trol is desirable with these motors. 








l, hauled by a 3,000 V. d.c., 3,000 h.p. locomotive built by the 


Limited 


Twenty locomotives on the Thionville- 
Valenciennes electrification are also 
intended to be operated on a modified 
Kand6 system. 


Elimination of Converters 


The electric traction systems operat- 
ing from a supply network, which we 
have considered so far, have all in- 
cluded some type of converter—either 
rectification, frequency-changing, or 
phase-conversion. The elimination of 
these converters is a very attractive 
proposition for railway electrification 
engineers, and has been achieved in two 
different ways, as follows. 

System A.C.5.—In the system origin- 
ally developed on the Italian State Rail- 
ways, the three-phase normal frequency 
supply is made directly available to the 
locomotives by means of a dual con- 
tact wire and pantograph system, the 
running rails forming the third phase. 
Despite a rather inflexible range of 
operating. speeds, the success of this 
system under normal operation has 
been proved over many years of ser- 
vice on routes aggregating at one time 
up to 2,000 km. However, the disad- 
vantage of the complex and costly over- 
head contact system has completely 
ruled out any further extensions, and 
the Italians are gradually replacing it 
with 3,000-V. d.c. electrification. 

System A.C.4.—The most attractive 
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Prototype Bo-Bo mixed traffic locomotive for the 163-cycle single-phase 
system of the German Federal Railway, with A.E.G. electrical equipment 
and Krauss-Maffei mechanical parts 


possibility of all is to employ normal 
frequency a.c. series-wound traction 
motors fed directly from a single-phase 
normal frequency contact wire through 
the medium of a step-down transformer 
only. 

From the supply point of view, the un- 
balanced single-phase loading probably 
is not a serious disadvantage, and the 
simplicity of the substation installations 
and lightness of the high-voltage con- 
tact system represents an important 
saving in initial cost. This, therefore, 
is the system which has, till recently, 
absorbed the majority of our French 
contemporaries’ efforts. 


Sa far, the main barrier against suc- 
cess has been in the poor characteristics 
of the normal-frequency a.c. series 
motor, especially during starting. If 
this could be solved without undue 
complication and cost, it is probable 
that 50-cycle traction would eventually 
supersede all other forms, except pos- 
sibly on those systems which are pre- 
dominantly suburban in character. At 
present, however, it appears very un- 
likely that the prophesies of the more 
ardent adherents of the 50-cycle motor 
will be fulfilled, for the disadvantage of 
the induced transformer e.m.f. in the 
short-circuited coil under each brush on 
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the commutator seems to be a funda- 
mental one. 

We are thus, somewhat reluctantly, 
forced to discount the two systems in 
Table 1 which are basically the most 
attractive. The remaining five systems, 
three with d.c. and two with a.c. trac- 
tion motors, are placed in an order in 
which the essential functions of power 
generation and conversion are pro- 
gressively transferred from the ground 
to the locomotive. Thus, the two sys- 
tems in the top row have relatively 
complex ground installations, together 
with simple and inexpensive tractive 
units, whereas those in the bottom row 
have no electrical installations on the 
ground but have tractive units which 
are complicated by the incorporation of 
prime movers and the necessary fuel 
storage. 

The systems in the middle row are 
intermediate between these two ex- 
tremes, having the lightest possible 
overhead contact system without con- 
verting substations, but incorporating 
an additional conversion stage on the 
locomotives. 


Ground and Mobile Installations 


There is also a gradual transfer of 
complexity from the ground installa- 
tions to the locomotive units as the 
voltage on the contact wire is increased. 
For instance, it is well known that the 
cost on a horsepower basis of a 1,500- 
volt d.c. motor coach is greater than 
one at 600 volts d.c.; and that a 3,000- 
volt d.c. locomotive is slightly more ex- 
pensive than a 1,500-volt one, other 
things being equal. On the other hand, 
higher voltages mean fewer substations 
and a lighter contact system. Similarly, 
the low frequency locomotive in Sys- 
tem A.C.1 tends to be more expensive 
than its d.c. counterpart, but the higher 
contact wire voltage enables a lighte: 
overhead contact system to be employed. 

(To be continued) 


Design for a Rectifier Locomotive 
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An artist’s sketch of one of the Co-Co rectifier locomotives now being built by the General Electric Company (U.S.A.) 
for the 11,000V., 25-cycle, single-phase system of the New York, New Haven & Hartford Railroad. The Westinghouse 
rectifier locomotives now operating on the Pennsylvania were described in our June 13, 1952, issue 
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Detection by Ultrasonic Beam 


Presence of cracks indicated 
by means of change in tone 
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Operator using the equipment, showing the method of carrying the 11} Ib. 
pack containing the generator and receiver 


HE detection of rail flaws has always 
presented difficulties, particularly 
when they occur at rail ends between 
the fishplates. The method currently 
used in this country for inspecting rails 
for cracks head and web separations 
and so on is visual, and has the dis- 
advantage that only when cracks have 
grown to considerable size may it be 
possible to see them, and then only if 
they are not concealed by dust and dirt. 
Detection of incipient cracks is virtually 
impossible and frequently large cracks 
are revealed only when a_ periodic 
inspection of joints is made, involving 
thorough brushing and cleaning. 


Method of Flaw Detection 


Means of detecting flaws by ultra- 
sonic beam have recently been devised 
and London Transport now has in use 
one such instrument—the Audigage 
flaw detector, a product of Branson 
Instruments Inc., of Stamford, Con- 
necticut, U.S.A. This consists of a small 
battery-operated ultrasonic frequency 
generator and receiver, carried in an 
114-lb. pack on the operator’s back, a 
crystal in a special holder on the end 
of a long handle, and a pair of head- 
phones. The crystal is applied to the 
head of the rail and the presence of a 
crack indicated by a lowering of the 
continuous tone produced in the head- 
phones by a perfect rail. 

Powered by three 14-V. and two 
674-V. batteries, the instrument contains 
three 1U4 valves carried on a shock- 
proof sub-panel in the main housing. 
Mounted on the housing are tone and 
volume controls, milliammeter for 
battery testing, jack socket for the head- 


phones and multipoint connector for the 
crystal. The main on/off switch is a 
mercury contact in the crystal housing, 
and switches on only when the crystal 





container is held in the vertical position 
as for use. The set cannot be turned 
on if the crystal cable is not connected 
to the pack. 

The set is placed in the knapsack, 
control panel upwards, the headphones 
plugged in and the crystal cable con- 
nected so that it will trail normally over 
the operator’s shoulder. The crystal is 
placed on the rail head, a thin film of 
oil having first been spread on the latter 
to give good contact, and tone and 
volume adjusted to suit the operator, 
who then moves the crystal along the 
rail surface, making sure that the 
length of the crystal lies transversely 
across the rail. The ultrasonic beam 
travels down through the rail until it 
meets a surface that will reflect it back 
to the receiver. 


Beam Reflected by Flaw 


Normally this is the bottom of the 
rail, but in a cracked rail the wave is 
reflected by the flaw, and a change in 
tone—or loss of tone—is produced in 
the headphones. The nearer the crack 
to the head of the rail, the greater is 
the drop in frequency. If a crack is not 


substantially parallel to the head, the 
tone ceases altogether and no indication 
of the depth of the crack from the top 
of the rail can be obtained, but its 
is gauged 


length from the distance 








The complete equipment, showing headphone on left and, on right, the 
crystal which is applied to the rail head 
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covered by the crystal during the “no 
tone” period. 

The presence of fishplates does not 
affect the proper operation of the device, 
as bolt-holes give a characteristic, and 
quickly recognized tone. Small cracks 
immediately under bolt-holes cannot be 
detected, however, because of the inter- 
ruption of the beam by the holes them- 
selves. Normal maintenance of the 


New Method 


HE Perigueux-Agen section of the 
French National Railways previ- 
ously crossed the road from Laugerie 
to Les Eyzies on a 13-ft.-span rein- 
forced concrete slab underbridge. 
Tourist traffic uses the road in summer, 
and the Council of the Department of 
Dordogne requested that this narrow 
bridge should be widened to 26 ft. 
The bridge was built in 1945-46, and 
the slab was in good order, but had 
to be replaced to allow the length of 
the span to be doubled. It was decided 
therefore to remove the slab and use it 
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instrument consists of testing and 
replacing batteries and_ valves. 
Occasionally, the plastic strip, protect- 
ing the crystal requires renewal; certain 
commercial adhesives can be used for 
fixing, care being taken to see that the 
plastic lies flat against the crystal with- 
out voids. Worn strips are removed 
with the aid of acetone. 

The instrument has been in use by 
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London Transport for about three 
weeks, during which time some 15 
miles of rail have been inspected with 
it. Several minor defects which were 
not revealed by visual inspection were 
discovered in sections of rail covered 
by the fishplates. It is considered that 
any operator who is not tone deaf would 








of Bisecting Concrete Bridge Slab 


Oxy-acetylene’ fusion of 
mild steel with the concrete 


elsewhere instead of breaking it up. 
It was too massive to be moved bodily, 
and it was considered best to cut it 
longitudinally along the centre line and 
move the two halves separately. 

As this could not be done mechanic- 
ally, an unusual method of oxy-acety- 
lene flame-cutting was brought to bear 
on it. This consisted of burning or 
drilling a line of 60 holes about 16 in. 
deep and spaced approximately 3 in. 
apart with a form of blow-pipe. Actu- 
ally 81 iron tubes, each nearly 10 ft. 
long, and filled with strands of 3-mm. 








a 
METEOROLOGICAL APPARATUS FOR C.N.R.— 
Special weather chart transmitting appara- 
tus, valued at over £80,000, has been 
ordered in Britain by the Canadian National 
Railways for use in Canada, where the ex- 
pansion of meteorological services to meet 
national defence requirements has created a 
need for a speedy and accurate method of 
transmitting weather information. The 
equipment, known as the Mufax Chart 
Transmitter and manufactured by Muirhead 
& Co. Ltd., Beckenham, Kent, can transmit 


instantaneously by radio or ordinary tele- 
phone facsimiles of weather charts in ready- 
to-read form measuring 18 in. x 22 in. In 
view of the fragile nature of the consign- 
ment a special method of packing was used, 
which not only ensures that the contents 
remain unaffected by temperature changes, 
but also protects the machinery during 
transit. Ten cases, representing the first 
shipment of the total consignment, were 
despatched on June 7 from this country to 
Montreal. 


have no difficulty in using the 
instrument. 
mild-steel wire were used. Through 


them the gas was forced downwards to 
feed a cutting-flame in contact with the 
slab, thus fusing the iron and concrete 
to form a milky liquid, which was 
driven down by the gas pressure as the 
hole deepened. Each tube fixed in a 
holder was controlled by a man 
standing on a movable platform above 
the hole, as seen in the illustrations. 
When the line of holes was complete, 
rail pieces were placed beneath it, and 
the slab was then easily broken into 
halves. 


REVISED B.S. FOR BENZOLES, NAPHTHAS, 
AND TOLUOLES.—New uses have been 
found since 1939 for benzole and allied 
products, and revisions of previous British 
Standard Specifications have been issued to 
bring those of 1939 into line with current 
commercial practice. Copies of these 
standards may be obtained from the British 
Standards Institution, Sales Branch, 24, 
Victoria Street, London, S.W.1. Price 
7s. 6d. for B.S.135 and 6s. for B.S.479 and 
B.S.805 respectively. 
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RAILWAY NEWS SECTION 


PERSONAL 


Mr. T. A. Joseph, Deputy General 
Manager (General), Southern Railway, 
India, has taken charge as General 
Manager. 


Mr. K. R. Ramanujam, General Mana- 
ger, Southern Railway, India, who, as 
recorded in our July 3 issue, has proceeded 
on leave preparatory to retirement, was 


Mr. W. J. Moffatt, C.BE., B.A.L, 
M.L.C.E., Technical Inspector General of 
the Iraqi State Railways, who, as recorded 
in our July 3 issue, retired on May 31, 
has completed a career of over 35 years’ 
service in Iraq. At the end of the first 
world war, in which he held a commis- 
sion in the Royal Engineers and served 
in France and Palestine, he joined the 
Mesopotamia Railways, which afterwards 
became the ‘Iraqi State Railways. After 


The Queen, on June 30, at Buckingham 
Palace, conferred the honour of Knight- 
hood upon the following :— 

Mr. Ernest Wensley Lapthorn Field, 
C.B.E., Director, Scottish Engineering Em- 
ployers’ Association. 

The Hon. Francis John 
Managing Director, Shell 
Trading Co. Ltd. 

Mr. Stanley Walter Rawson, Director of 
Machine Tools, Ministry of Supply. 


Hopwood, 
Transport & 





Mr. K. R. Ramanujam 


General Manager, Southern Railway, 


India, 1951-53 


born on May 15, 1898. He graduated as 
Civil Engineer from the Engineering Col- 
lege, Madras, and joined the service of the 
Madras & Southern Mahratta Railway in 
1922 as a probationer. In October, 1923, 
he was posted as Assistant Engineer, in 
which capacity he worked in construction 
works and on open line. He entered the 
Senior Scale permanently in January, 1939, 
and was promoted to the Junior Ad- 
ministrative rank in October, i945, hold- 
ing the posts of Deputy General Manager 
and Deputy Chief Engineer. In May, 1949, 
he was appointed as General Manager of 
the South Indian Railway. On April 1, 
1951, he assumed charge as General Mana- 
ger of the Madras & Southern Mahratta 
Railway and Mysore State Railway, and, 
on April 14, 1951, he became the first 
General Manager of the Southern Railway 
which was formed by the integration of 
the Madras & Southern Mahratta, South 
Indian and Mysore State Railways. He 
continued in this capacity until proceeding 
on retirement leave on May 15. 





holding various Engineering Department 
appointments on this railway he was 
appointed Chief Engineer in 1939. In 
1948 he became Deputy Director 
General and Director General in 1950. 
Mr. Moffatt was appointed Technical 
Inspector General in 1952 when General 
Ismail Safwat became Director General. 
He was awarded the C.B.E. in the 1951 
Birthday Honours. Before leaving 
Baghdad on June 15 for Ireland, Mr. 
Moffatt was received in audience by His 
Majesty King Faisal II. A large gather- 


ing was present at his departure by 
B.O.A.C., which included the British 
Ambassador Sir John and = Lady 


Troutbeck, the Minister of Defence Sayid 


Nuri El Said, the Minister of Economics . 


Dr. Dai Jafar and many other prominent 
government officials. 


The Queen has been pleased by Letters 
Patent to confer the dignity of Baron upon 
Sir Ralph George Campbell Glyn, 
Baronet, M.C. 


Mr. W. J. Moffatt 


Technical Inspector General, 
Iraqi State Railways, 1952-53 


Monsieur Maurice Lemaire, formerly 
Director General of the French National 
Railways, has been appointed Minister of 
Reconstruction in the new French govern- 
ment. Monsieur Lemaire, who was edu- 
cated in the Ecole Polytechnique, began 
his railway career in the service of the 
former Nord Railway Company in 1929. 
When the French railways were organised 
as the Société Nationale des Chemins de 
fer Francais in 1937, he became Ingenieur 
en Chef of the central service of fixed in- 
stallations. After the Liberation he was 
appointed Director of the Nord Region, 
subsequently becoming Deputy Director 
General and finally Director General of 


the S.N.C.F. In June, 1951, he was 
elected to the National Assembly as 
Deputy for the Vosges Department. 


Monsieur Lemaire is a delegate to the 
European Consultative Assembly and 
President of the International Union of 
Railways. He is also a Commander of 
the Legion of Honour. He was appointed 
Minister on June 29. 
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We regret to record the death of Mr. 
A. W. Espey, Assistant to the District 
Freight Superintendent, Belfast, Great 
Northern Railway (Ireland). 


Mr. A. Malcolm, Assistant Accountant, 
Coras Iompair Eireann, who, as recorded in 
our May 29 issue, has been appointed Chief 
Accountant, commenced his railway career 
in 1907. On the amalgamation and absorp- 
tion of the railways under the 1924 Act, 
he was transferred to the Accountant's De- 
partment at Kingsbridge to assist in the 
complicated accounting arrangements of 
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sented C.I.E. on committees dealing with 
clerical rates of pay, conditions of service 
and superannuation. 


We regret to record the death on June 
19, in his 81st year, of Dr. Robert Sulzer, 
formerly a Managing Director of the firm 
of Sulzer Brothers Limited, Winterthur, 
Switzerland. Dr. Sulzer, who was edu- 
cated in Winterthur and Lausanne, sub- 
sequently studied at the Swiss Federal In- 
stitute of Technology in Zurich, where he 
took his diploma in 1898. A year as 
assistant to Professor Stodola of that In- 
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Mr. N. W. Swinnerton, Assistant (Per- 
manent Way Maintenance), British Rail- 
ways, London Midland Region, is retiring 
on July 18. 


Mr. H. S. Colls, Secretary to the 
National Gas & Oil Engine Co. Ltd., be- 
comes Chief Internal Auditor to the Brush 
Group. He has been succeeded as Secre- 
tary by Mr. D. N. Dow, Personal Assistant 
to Deputy Managing Director of the Brush 
Electrical Co. Ltd. Mr. R. H. Irwin of 
the accountancy staff of the same company 
becomes an assistant to Mr. Colls. 





Mr. A. Malcolm 


Appointed Chief Accountant, 
Coras lompair Eireann 


the dissolved companies and the newly- 
created Great Southern Railways, with 
especial reference to income tax on profits. 
In this year, Mr. Malcolm became a Fellow 
of the Corporation of Accountants. He 
was appointed in 1926 to audit and control 
on behalf of the G.S.R. the accounts of the 
Irish Omnibus Company, which operated 
road passenger services in G.S.R. territory 
and in which the G.S.R. had a large finan- 
cial interest. In 1937 Mr. Malcolm was re- 
sponsible for the company’s appeal against 
the valuation of the undertaking under the 
Railways (Valuation for Rating) Act, 1931, 
which resulted in a reduction to the * mini- 
mum valuation.” In 1938, Mr. Malcolm 
represented the Irish Railways and the Irish 
Railway Clearing House on the committee 
appointed to consider and make recommen- 
dations on the reorganisation of the Rail- 
way Clearing Superannuation Fund. In 
addition to railway accounts, income tax, 
rating and valuation, Mr. Malcolm was 
responsible for Hollerith and other forms 
of mechanisation of accounts, and repre- 


The late Dr. Robert Sulzer 


Member, Committee of Managing Directors, 


Sulzer Brothers Limited, 1914-41 


stitute was followed by practical training 
in England and the United States, and by 
trips to Japan and India. In 1901 he 
entered the family business, of which he 
was a partner from 1906 till 1914, when 
it was converted into a limited liability 
company. From this year onwards until 
1941 he was a member of the Committee 
of Managing Directors, and has since been 
a valued adviser closely associated with 
all the activities of the firm. Dr. Sulzer’s 
services were also widely sought outside 
his own company. He belonged to many 
Swiss technical committees and official 
bodies and delivered numbers of papers in 
England, France, and Holland. He was 
awarded a gold medal and was made an 
honorary corresponding member of the 
Institution of Naval Architects for a paper 
on diesel engines which he read before the 
Institution in London. In 1941, an honorary 
doctorate was conferred on him by the 
Swiss Federal Institute of Technology in 
recognition of his work and his compre- 
hensive knowledge of engineering. 


Dr. C. C. Garrard, a Director of the 
General Electric Co. Ltd. since 1943, has 
retired from the board of the company. 


Mr. A. H. R. Sellar has been appointed 
Secretary of the Cape Asbestos Co. Ltd. 
with effect from July 1, in succession to 
Mr. R. H. Dent, who has recently been 
elected to the board. 


Owing to continued ill-health, Major 
Sir Hew Kilner, M.C., has relinquished his 
seats on the boards of Vickers Limited and 
the subsidiary companies Vickers-Arm- 
strongs Limited and Cooke, Troughton & 
Simms Limited. 

Major-General C. A. L. Dunphie, C.B., 
C.B.E., D.S.O., has been appointed 
Deputy Chairman & Managing Director of 
Vickers-Armstrongs Limited. 

Because of greatly increased volume of 
business it has been decided to organise 
the activities of the company in three di- 
visions, namely:— Aircraft, Engineering 
and Shipbuilding. Mr. P. H. Muirhead, 
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C.B.E., becomes Managing Director, En- 


gineering Division. Mr. F. P. Laurens, 
O.B.E., M.I.Mech.E., Deputy Managing 
Director, Engineering Division. Mr. G. H. 


Houlden, M.B.E., has been appointed 
Managing Director, Shipbuilding Division. 
Mr. Laurens, as General Manager of the 
Barrow Works, retains administrative con- 
trol of Barrow Shipyard. 

Mr. R. P. H. Yapp has been appointed 
Chairman of Cooke, Troughton & Simms 
Limited. 


Mr. C. F. Bishop, a Director of Thos. 
W. Ward Limited since 1937, has retired 
from the board of the company. 


The British Thomson-Houston Co. Ltd. 
states that Mr. L. H. Pulfer has been ap- 
pointed to take charge of the Special 
Lamps Section at Crown House, Aldwych, 
London, W.C.2. 


Mr. K. C. T. Marshall has been ap- 
pointed Managing Director of Lightalloys 
Limited as from June 30, in succession to 
Mr. W. S. Knight, who has resigned from 
the board owing to continued ill-health. 


Ferodo Limited announces the follow- 
ing directorial changes, effective from July 





Director; Mr. G. S. Sutcliffe to be Home 
Sales Director, and Mr. S. C. Clifford joins 
the board as Works Director. 


Mr. Gerald Day is joining the staff of 
Norris, Henty & Gardners, Limited, in 
the capacity of Sales Engineer and will 
be located at the company’s Head Office 
at Patricroft. Mr. Day was formerly 
N.W. Area Sales Manager for the Daimler 
Company. 


Mr. Hugh McC. Jack, B.Sc., relin- 
quished his executive duties as Chief 
Electrical Engineer of the _ British 


Thomson-Houston Company on June 30, 
1953, but retains his Directorship. He 
will be succeeded by his chief assistant, 
Mr. G. S. C. Lucas, O.B.E., M.LE.E. 


“Mr. W. J. Oliver has been appointed 
acting Head of the Rail & Properties 
Section of the Commercial Advertise- 
ment Division, British Transport Com- 
mission, in succession to Mr. L. A. 
Carter, with effect from July 6, 1953. 


Mr. E. D. E. Andrews, a Director of 
Tube Investments Limited, and until re- 
cently Managing Director of the company’s 
export organisation, TI (Export) Limited, 
has been appointed Joint Managing 
Director of Accles & Pollock Limited, of 
Oldbury, which is a member of the TI 
group. 


Mr. F. Curt Smith, founder (in 1921) and 
Chairman of the Visco Engineering Co. 
Ltd., has retired from active participation 
in the business after 32 years with the 
company. Colonel C. Mallett, M.C., 
T.D., has been elected to the chairman- 
ship in succession to Mr. Curt Smith. Mr. 
Fred C. Smith will continue as Managing 
Director. 


The: Steel, Peech & Tozer branch of 
the United Steel Companies Limited 
announces that Mr. Herbert McWhinnie, 
J.P., General Sales Manager, has retired, 
but will remain with the company for a 
period in order to advise on sales develop- 
ment. He will also continue to be the 
company’s representative on certain trade 
associations and committees. With effect 
from July 1, 1953, the position of General 
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Sales Manager at this branch was dis- 
continued and all Departments respon- 
sible to the Commercial Director (Mr. 
W. T. Vizer-Harmer) are now co- 
ordinated through, and supervised by, the 
Assistant Commercial Manager, Mr. J. 
Mackenzie-Mair. 


The Summerson Group of Companies 
announces the following appointments : — 
Mr. Roland Winn, the company’s Secre- 
tary since 1933, has been appointed a 
Director of Thomas Summerson & Sons 
Ltd. Mr. A. F. Tosh, Works Manager of 
Summerson’s Foundries Limited, has been 
appointed a Director of that company. 
Mr. C. Whitehouse, Works Manager of 
Summersons Railway Workshops _ at 
Spennymoor has also been appointed a 
Director of Copelaw Engineering Co. Ltd., 
a light engineering subsidiary. Mr. George 
V. Newlands has joined Thomas Summer- 
son & Sons Ltd., as Works Engineer on 
the retirement of Mr. Walter Scott. 


The following announcement has been 
made by Lamp “Manufacturing & Railway 
Supplies Limited :— 

Mr. W. J. Thorn has retired from the 
Chairmanship and from the Board of 
Directors. He has been succeeded as 
Chairman by Mr. C. F. Minett, who has 
retired from the Managing Directorship of 
the company, but retains his seat on the 
Board. Mr. D. H. Minett, who has been 
a Director since April, 1950, has been 
appointed General Manager. 


Mr. K. A. Carney, Chief Claim Agent 
of the Illinois Central Railroad, has been 
granted leave of absence to assume the 
direction of the newly formed Claim Sec- 
tion of the Association of American Rail- 
roads effective July 1, 1953. Mr. Carney’s 
headquarters will be at Chicago. Mr. 
W. R. Hovious becomes Chief Claim Agent 
of the Illinois Central Railroad. 


We regret to record the death on June 
23, at the age of 58, of Mr. E. Brearley, 
Assistant Manager, Engineering Depart- 
ment, Shell-Mex & B.P. Limited. 


Mr. J. Firminger, formerly Technical 
Director of Kayeff Industrial Products 
(Mfg.) Ltd., has joined the technical sales 
staff of Messrs. Winn & Coales Ltd. 


We regret to record the death, on June 
30, of Mr. R. P. Critchley, District Motive 
Power Superintendent, Glasgow (South), 
Scottish Region, British Railways, follow- 
ing a lengthy illness. The funeral took 
place at the Crematorium, Western 
Necropolis, Glasgow, on July 2, and in 
addition to the family mourners, the 
following Scottish Region officers were 
present:— 

Messrs. T. F. Cameron, Chief Regional 
Officer; W. Dunsmuir, Assistant Motive 
Power Superintendent, also representing 
Mr. E. D. Trask, Motive Power Super- 
intendent; W. M. Ross, Assistant Regional 
Staff Officer; R. Thompson, District 
Motive Power Superintendent, Edinburgh; 
C. J. Lamb, District Motive Power Super- 
intendent, Glasgow North; R. White, 
District Motive Power Superintendent, Ayr 
District; J. M. Fyfe, Assistant to Motive 
Power Superintendent; W. H. Underwood, 
Assistant to Motive Power Superintendent; 
G. S. Luttrell, Assistant District Motive 
Power Superintendent, Glasgow South; J. 
McCrae, Assistant District Motive Power 
Superintendent, Glasgow North; and W. 
Jackson, Assistant District Operating 
Superintendent, Glasgow. 

Representatives of the motive Power 
Headquarters and District office staffs, 
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motive power inspectors, running foremen, 
footplate and other staff in the Motive 
Power Department were also present at 
the service. 


Mr. William S. Morehead, Manager of 
Stores of the Illinois Central Railroad 
since August, 1945, and a veteran of fifty- 
one years of service with the company, 
retired on June 30. He is succeeded by 
Mr. R. E. Godley, Assistant Manager of 
Stores. 


Resignalling at Newcastle 


British Railways have been authorised 
by the British Transport Commission to 
instal a new colour-light signalling scheme 
for Newcastle Central Station at a total 
cost of £780,000. 

The work at four existing signalboxes 
with 538 levers and 34 switches is to be 
concentrated in a new electrically-operated 
signalbox which will control 10 miles of 
track. Fhe 330 existing semaphore sig- 
nals will be replaced by controlled colour- 
light signals. 

The control panel of the new signalbox 
will be similar to that recently installed 
at York. It will comprise a diagram 
made in four sections, arranged in an arc 
at one side of the control room, and a 
console below it to carry the route and 
point switches, signal and point indicators, 
signal telephones, and the transmitting 
controls of the train describers. The trans- 
mitting and receiving indicators of the 
train describers will be mounted directly 
above the diagram. There will be 641 
route switches, 94 controlled colour-light 
signals, 87 ground subsidiary signals, and 
132 individual point switches. The system 
of route relay interlocking will be used. 

Rows of miniature white lights on the 
diagram will indicate the route set up for 
a train, and the actual passage of the train 
over the route will be indicated by red 
lights. 

The train describer installation will in- 
dicate the order in which the trains ap- 
proach. The display will be so arranged 
that information giving the class and des- 
tination of the train is illuminated in a 
panel to show the actual signal which the 
particular train is approaching, the indica- 
tion moving forward in step with the 
movements of the train to which it refers. 
Once the code has been set up by the 
signalman, the mechanism will work 
automatically, being controlled by the 
signals and the passage of the train over 
certain track circuits. 

The new signalbox control room, which 
will also contain the station announcers’ 
cabin, will be situated on the first floor 
of buildings on Nos. 9 and 10 platforms. 
Messroom facilities will be provided for 
the signalling staff. On a Saturday in the 
summer, 348 electric and 423 steam passen- 
ger trains and approximately 80 freight 
trains pass through the area to be con- 
trolled by the new signalling. 

In order to provide engines and rolling 
stock, 218 empty steam trains and 29 
empty electric trains have to be worked 
into or out of the station. In addition, 
about 300 engine changes are made and 
50 light engines pass through the area. 
During the peak hour, 8 a.m. to 9 a.m., 
29 steam and 22 electric trains leave the 
station. On Mondays to Fridays there are 
always fewer passenger trains, but the 
number of freight trains in the winter 
rises to over 200 in one day. 

The work will begin at once and is ex- 
pected to be completed within four years. 
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Ministry of Transport Accident Report 


Etterby 


Junction, August 16, 1952: 


London Midland Region, British Railways 


Lieut.-Colonel G. R. S. Wilson, Chief 
Inspecting Officer of Railways, Ministry of 
Transport, inquired into the accident which 
occurred at about 2 a.m. on August 16, 
1952, at Etterby Junction, Carlisle, when the 
11.40 p.m. express, Newcastle to Stranraer, 
consisting of eight bogie coaches and a 
twin articulated set drawn by a class “5” 
4-6-0 engine, which was awaiting “line 
clear,’ was run into by a class “ 8P” 4-6-2 
engine, running light tender first, which had 
passed the starting signal in the rear at 
danger. There was no derailment and the 
engine was almost undamaged. The 
brakes of the train were off and it was 
driven forward a few yards. It suffered 
no serious structural damage but the shock 
was felt severely at the rear which was well 
loaded. 

Twenty-two passengers in the last four 
coaches were injured, of whom seven were 


ing with its brake van almost opposite the 
rear brake of the passenger train. 


Course of Events and Evidence 

The passenger train left Carlisle 42 min. 
late and was accepted from No. 3 box at 
1.58 a.m. It could not be accepted by 
Kingmoor as another express was chang- 
ing engines there and it was held at the 
home signal to leave the junction clear for 
local goods trips. The junction signalman 
was arranging for one when “train run- 
ning away ” was received, at 2.2 a.m. This 
man did not know of the collision until the 
fireman of the express came to him. He 
said the box in rear then told him the en- 
gine had overrun the starting signal. 

[he signalman at No. 3 box saw the 
express slow down and noticed the tail 
lamp clearly after it had stopped. He ac- 
cepted the engine directly he had the neces- 














lisle were very clear. This evidence was 
confirmed by the fireman. 

The guard had verified that the tail lamp 
was showing a good red light before leav- 
ing Carlisle. Looking out after stopping 
he heard a shout and saw tie engine ap- 
proaching. He ran back waving a red 
light but got only a few yards. He did not 
think the engine was steaming but did not 
hear brakes applied. His tail lamp was 
still burning well. 

The guard of the stationary goods train 
first saw the engine to be on the down main 
line when it was about 40 yd. away running 
at 10 to 15 m.p.h. He shouted and ran 
back with a red lamp but covered only 
some 15 yd. before the collision. 

The driver of the engine, from Polmadie 
shed, Glasgow, had worked over the route 
regularly for many years. He booked on 
at 8.40 p.m., after 134 hours rest, to work 
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RULE 39A 


Diagram showing circumstances of accident at Etterby Junction, Carlisle, London Midland Region, on August 16, 


were discharged within ten days. Ambu- 
lances and other assistance quickly arrived 
but there was a long carry for the stretch- 
ers; the nearest road access was 700 yd. 
distant. The last ambulance did not leave 
until 3.30 a.m. The up line had to be kept 
out of use for a time to facilitate attention 
to the injured, but normal working was re- 
sumed about 4.35 a.m. It was dark but 
fine and clear. The damage suggested that 
the engine was travelling at not less than 
15 m.p.h. The accompanying diagram 
shows the lines, signals, and so on, essential 
to an understanding of the case 

Colonel Wilson viewed the signals, by 
day and after dark, travelling on the engine 
concerned, No. 46224, and looking from 
the right-hand in the direction of travel— 
as the driver had done—found that a fleet- 
ing view of the top arm of signal A was 
obtained above the overbridge at about 
280 yd. and from about 200 yd. the view 
of the lower one was all that could be de- 
sired. There was a good view of signal B. 
Curvature made signal C visible about mid- 
way between A and B if care was taken, 
but just after passing the box it became 
obscured by the tender side, coming into 
view again at 119 yd. only, but there should 
have been no difficulty in seeing the tail 
lamp ahead in good time. From the fire- 
man’s side there was a continuous view of 
C from 309 yd. A freight train was stand- 
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tending to hold it at the starting signal. It 
was usual to do that to leave the canal line 
junction clear. He maintained home | at 
danger until he saw the engine’s headlight 


as it came through bridge No. about 
140 yd. in rear of the signal. He cleared 
home 2 as the engine passed him, about 


100 yd. from the signal. He had seen the 
starting signal to be showing a clear red 
light. He did not notice whether the en- 
gine received a definite check at either sig- 
nal, but its speed seemed the usual 
moderate one. 

After setting the road for another move- 
ment he noticed from the track diagram 
that the engine had passed the starting 
signal and gave “train running away.” At 
2.6 a.m. Etterby Junction telephoned that 
there had been a collision. He appreciated 
that he was not entitled to clear home 1 
directly track circuit 9557 became occupied 
and admitted he should have been par- 
ticularly careful to comply strictly with the 
rule with a train standing so close ahead. 

The driver of the express said he had 
been standing about 2 min. when the 
collision accurred. He had just released 
the brakes. He sent his fireman forward 
to Etterby Junction box to see that traffic 
was stopped. Trained in first aid he did 
all he could for passengers. He knew he 
would probably be stopped at this junc: 
tion and said all signal lights from Car- 
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other. He had stopped at No. 12 box and 
then been detached to run back through 
the station to Kingmoor to turn and pre- 
pare for the other journey. He said that 
No. 4 box starting signal was clear and No. 
3's distant against him. He was sure that 
the top arm of No. 3’s home 1 was clear 
when he first saw it above the bridge. 
(This could not have been so. It was im- 
possible without “ line clear” from the box 
ahead to reverse the lever until his en- 
gine reached track circuit 9557, by which 
time the arm would have passed out of his 
view.) He saw the light of home 2 change 
to green when about 100 yd. from it travel- 
ling at 10 to 15 m.p.h. He gave a little 
steam at the box. He saw neither the 
starting signal nor the train ahead but, hear- 
ing a shout, applied the brake and tried 
to reverse. 

He admitted he must have passed the 
signal at danger but could not say how he 
came to do so; he could not even recollect 
whether he was looking out at the time. 
Having thought it over since he said he 
must have forgotten about the signal 
altogether when he had seen home 2 clear. 


He might have been relying sub-consciously 
on the fireman observing from the left- 
hand, from which the view was good. Pre- 
viously that week he had been assisted in 
observing signals by enginemen traveiling 
He made no attempt to evade 


with him. 
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his responsibility and agreed .hat he would 
have had no difficulty in secing the signal 
had he crossed the footplate. Perfectly fit 
and well rested, he had nothing on his 
mind to distract his attention. 

The fireman was not the driver’s reguiar 
one, but was experienced and fully con- 
versant with the route. It was his usual 
practice to assist the driver by looking out, 
but he was busy with the fire, which, as 
they would be late at shed, he was anxious 
to leave in proper order. He confirmed 
what the driver said about applying steam 
at No. 3 box. He also heard shouting just 
before the collision and noted later that the 
signal was at danger. 

Other evidence confirmed that all signal- 
ling apparatus was in good working order. 


Chief Inspecting Officer’s Conclusions 

Block signalling of both train and engine 
was carried out correctly. Colonel Wilson 
is satisfied that the starting signal was at 
danger and showing a clear red aspect and 
that the train tail lamp was in place and 
alight. Primary responsibility must 1est 
with the driver, who took insufficient pains 
to observe the signal under conditions pre- 
senting no particular difficulty. His failure 
to see the tail lamp confirmed that he was 
not keeping a proper lookout. No valid 
reason can be found why the fireman 
should not have assisted him by looking 
for the starting signal, in accordance with 
accepted practice in such circumstances. 

The driver is 56 and joined railway ser- 
vice in 1910, being appointed driver on ihe 
former Caledonian Railway in 1920, when 
he was 23. He has a long experience of 
main line driving, but his record is in- 
dicative of a careless outlook on his duties 
throughout his career. Colonel Wilson is 
not satisfied that adequate steps have been 
taken in the past to bring this home to 
him, possibly because he has not been dealt 
with at a sufficiently high level of author- 
ity, but is glad to say that the case has 
been thoroughly reviewed by the Railway 
Executive, as a matter of priaciple. Steps 
have been taken to ensure that the Regional 
Motive Power Superiniendert is informed 
at once if a driver shows any laxity in his 
vital duty of obedience to signals, so that 
action may be suited to all the circum- 
stances disclosed, and consideration given 
if necessary to his fitness for retention on 
main line work. 

The signalman at Etterby Junction can- 
not be criticised for not drawing the pas- 
senger train within the home signal. It 
was necessary to keep his junctions clear. 
The No. 3 box signalman was in order in 
letting the engine forward to the starting 
signal, but is not altogether free from re- 
sponsibility, as possibly the driver’s atten- 
tion might have been called to the start- 
ing signal had the signalman fully appre- 
ciated his duty under Rule 39 (a) to impose 
a definite check at home signal 1 and par- 
ticularly at 2. He has considerable ex- 
perience as signalman and a good record. 

The guards were alert and acted 
promptly but neither had any time to pre- 
vent the collision, 

Colonel Wilson draws attention to the 
effect of the central Buckeye couplings 
and robust Pullman gangways standardised 
for new British Railways’ cariages, in dis- 
tributing a quite violent shock throughout 
the train without severe damage to any 
one vehicle. 


“GOLDEN ARROW” SAVINGS GRouP.—A 
National Savings group with 30 members 
has been formed among the staff of the 
“Golden Arrow” working between 
Victoria and Folkestone and Dover. 
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Institute of Transport Congress in Scotland 


Discussion of papers on the structure of transport and on road 
research in Britain: visits to transport and industrial installations 


The Institute of Transport Congress was 
held in Glasgow last week, at the Central 
Hotel. Mr. C. T. Brunner, President of the 
Institute, was in the chair at the sessions on 
July 1 and 2. The Chairman of the Con- 
gress Committee was Mr. James Amos, the 
other members being Messrs. L. E. Marr 
(Chairman of the Scottish Section), J. 
Stuart Ferrier (Hon. Secretary of the Scot- 
tish Section), T. F. Cameron, E. R. L. Fitz- 
payne, T. Gray, J. B. Hastie, W. M. Little, 
and W. F. Quin. Mr. F. W. Crews, Secre- 
tary of the Institute, was present during the 
Congress. The Hon. Secretary of the Scot- 
tish Committee was Mr. J. Stuart Ferrier. 

Proceedings began on the evening of 
June 30 with an informal reception by the 
President and Mrs. Brunner and a display, 
with pipers, of Highland and Scottish 
country dancing. 

The Congress was opened on the morn- 
ing of July | by the President. Bailie W. W. 
Finlay, Senior Magistrate, welcomed the 
Members of the Institute on behalf of the 
City of Glasgow. Discussion then took 
place of the paper by Sir Reginald Wilson, 
Comptroller of the British Transport Com- 
mission, entitled “ A Framework for Public 
Transport,” and the subject of editorial 
comment in last week’s issue. Speakers 
tended to concentrate on four aspects of the 
problem: road versus rail, the fuel oil tax, 
transport ownership, and the type of service 
to be given. 


Discussion of Fuel Oil Tax 

Mr. James Amos, Chairman of the Scot- 
tish Omnibuses Group, deprecated the re- 
striction of road transport by licensing. 
He save a warning that unless the tax on 
fuel oil was reduced or removed there would 
be no alternative to withdrawing many bus 
services which were unremunerative or in 
the borderline category. The fuel oil tax, 
he said, was not a legitimate charge on the 
road transport industry. 

Mr. C. T. Brunner also deprecated the 
tax. He advocated dieselisation of steam 
suburban services, also construction of the 
Forth road bridge, and stressed the import- 
ance of air transport to Scotland. He also 
paid a tribute to the efforts being made by 
the Scottish Region of British Railways to 
ensure that transport facilities keep pace 
with the expansion of Scottish heavy in- 
dustry. 

Sir Reginald Wilson 
alia the liberality with which the licensing 
system was operated; as to the advantage 
to the railways in being limited in charging 
maximum fares, the road operators’ attitude 
here, he said, was against competition. He 
drew attention to the relatively small rise 
since prewar of the fuel oi] duty in terms 
of the value of money. He disclaimed 
any bias in favour of any particular form 
of transport. but asked the _ railways 
should be allowed to function properly 
in their proper economic réle. He also 
disclaimed any ideological preference for 
State ownership of transport. 

In the evening of July 1, Members were 
received in the City Chambers by Bailie 
Finlay, on behalf of the Lord Provost. 
and bv other Members of the Glasgow 
City Council. 


Road Research 
Dr. W. H. Glanville, Director of Road 
Research, Department of Scientific & In- 


emphasised inter 


dustrial Research, was the author of the 
paper on “ Road Research and its Bear- 
ing on Road Transport,” read on July 2. 
Among the many points made by Dr. 
Glanville was the loss of time and effort 
caused by congestion of the present in- 
adequate roads and streets in Britain. He 
would like to see at least one motor road 
built as soon as possible so that it could 
be studied carefully and the true lessons 
learnt about its benefits. 

Mr. F. A. A. Menzler, Chief Develop- 
ment & Research Officer, London Trans- 
port Executive, stressed the relative small- 
ness of the sums spent on road research 
and the magnitude of the benefits derived 
from operational and other research into 
transport problems. 

Mr. E. R. L. Fitzpayne, General Man- 
ager, Glasgow Corporation Transport, 
said that railway electrification would not 
serve Glasgow traffic problems. The 
real solution was to improve the road and 
cross-river connections. The Glasgow 
trams were likely to be retained for some 
time. 


Claim for Expenditure on Railways 

Mr. S. E. Parkhouse, Chief Officer 
(Operating), Railway Executive, said it 
was sometimes assumed that nothing need 
be done in realigning the railways. Be- 
tween Kings Cross and Edinburgh the 
running time was increased by 57 minutes 
by 24 speed restrictions, and if a certain 
amount of capital was to be expended on 
improving surface transport the whole 
amount need not necessarily be spent on 
improving roads. 

The President and Mrs. Brunner held a 
reception followed by a dance in the Cen- 
tral Hotel on July Next day Members 
were the guests of British Railways, Scot- 
tish Region, on a steamer cruise down the 


Clyde and round the island of Bute. 
Other visits arranged included that to 
Prestwick Airport and to Mr. J. C. 
Sword’s collection of road _ transport 
vehicles. an aerial tour of Scottish oil 
installations. and trips to Loch Sloy 


hydro-electric scheme and to Edinburgh. 


Progress of Budapest 
Underground 
Work on the Budapest underground is 
being carried out at twelve sites. Tunnel- 
ling at four of the eight stations is finished 
or nearly finished and about 650 yd. of 


double-track running tunnel have been 
driven. 
At People’s Stadium Station the two- 


cupola building above ground is finished, 
as well as the four-track platform hall 
where the underground terminus meets the 
suburban railway. Some 200 yards of the 
running tunnels towards the next station 
have been driven. Midway between the 
People’s Stadium and the East Station, the 
next on the line, tunnelling is in progress 
under Kerepesi Street. At Baross Square 
(East) Station the shields for boring the 
station halls are being assembled. When 
the station is finished, other shields will 
begin to work back towards the Kerepesi 
Street drillings and link up with the 
People’s Stadium. Because of the unstable 
subsoil it is necessary here to work under 
compressed air. Between Baross Square 
and National Theatre boring is arduous 
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and slow because loose sand alternates 
with gritty rubble and water and com- 
pressed air has to be used, as also at 
National Theatre Station itself, where the 
hall is taking shape and the surface build- 
ings are under construction. 

Under Muzeum Street over 400 yd. of 
tunnel between Dedk Square and the 
National Theatre have been driven by usual 
mining methods, without shields. In Deak 
Square the builders have broken up the 
old City Park underground line and the 
new station is taking shape. Between here 
and the next station, at Kossuth Square, 
tunnelling is making good progress, again 
without shields because of the firm soil. 
At one point on this section there will be 
three tracks to allow some trains to reverse 
at Deak Square. At Kossuth Square, two 
chambers have been completed to hcuse the 
shields which will tunnel under the Danube 
toward Buda. Across the river, in Buda, 
at Batthyany Square chambers are ready 
for the boring towards Kossuth Square. 

Work at Moscow Square is confined so 
far to shaft sinking preparatory to build- 
ing the station hall, but at South Station, 
the terminus, the underground hall is al- 
most finished and work is about to begin 
on the surface buildings. 





Royal Show Alterations at 
Blackpool North 


Special reconstruction work was under- 
taken by the London Midland Region on 
Nos. 15 and 16 excursion platforms at 
Blackpool North Station, to prepare them 
for the loading, unloading and transport 
of livestock and farm tractors to and from 
the Royal Agricultural Society’s show 
from July 7 to 10. The work was per- 
formed almost entirely by the railway 
departments concerned. 

Platform No. 15, over 700 ft. in length, 
was resurfaced with tarmac and renewed 
throughout with pre-cast concrete units, 
and a temporary timber structure 96 ft. 
long and 8 ft. wide was erected over the 
track near the buffer stops to give 
manoeuvrability for road vehicles and to 
act as a loading dock for tractors. 

The 690 ft. long No. 16 platform, also 
renewed with pre-cast concrete units and 
resurfaced with tarmac, was_ shortened 
temporarily by some 150 ft., and a special 
ramp, 36 ft. long by 15 ft. wide, paved 
with sleepers, was built and formed into 
the platform to give clear and easy runs 
to motor vehicles. 

At the foot of the ramp a sleeper cross- 
ing 30 ft. wide, laid across three sets of 
line connecting the platforms and Bank 
Street Yard, was constructed to provide a 
continuous route for road vehicles. 


Additional Water Supply 

An area of Bank Street yard and No. 15 
platform was paved and drained, to facili- 
tate the cleaning and disinfecting of live- 
stock vehicles after each loaded journey. 
Water supply came from three or four 
locomotive tenders positioned on adjacent 
lines, and portable standpipes were pro- 
vided for pumping. 

All obstructions were cleared from the 
platforms, ticket barriers removed, and a 
wide entrance created for easy passage of 
road vehicles to and from the platforms. 
Special lighting arrangements were instal- 
led to enable loading and unloading to 
continue throughout the hours of darkness. 

Over 1,000 sleepers and more than 
1.200 tons of ballast, as well as other 
material, went into reconstruction of the 
platforms. In addition, over 29,000 rail- 
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way sleepers have been loaned for use on 
the showground in the laying of roadways 
for vehicles. 





Apprentices School for 
Earlestown Wagon Works 


A new school for apprentices is being 
established at Earlestown Wagon Works, 
L.M.R., the largest railway wagon and 
container works in the country. The works 
require a normal complement of 176 
apprentices, and the purpose of the school 
is to attract sufficient trainees of the desired 


calibre, to give them a 12-months’ course 
of preliminary practical and theoretical 
instruction, and to_ select individual 


apprentices for the skilled craft for which 
they show the most aptitude, the overall 
training period to a particular trade occu- 
pying five years. 

Facilities will be provided for 40 boys 
at a time and will consist of a workshop, 
classroom, instructors’ room, stores and 
amenities. An existing works building is 
to be adapted to accommodate the school. 
Reconstruction work will begin at once. 
The school is expected to be ready for 
use early in 1954, 

The decision to provide an apprentices’ 
school at Earlestown Works follows suc- 
cessful experience gained with the existing 
school at Derby. A similar school is to be 
provided at Wolverton, and at Crewe one 
is also being built for training apprentices 
for the locomotive and 
departments. 


Staff & Labour Matters 
Railway Wage Claims 

The three railway trade unions, the 
N.U.R., A.S.L.E.F., and T.S.S.A., have 
each submitted applications to the Railway 
Executive for an increase of 15 per cent in 
existing rates of pay. 

Announcing the claim on the eve of the 
Annual Conference of the N.U.R. which 
is being held at Paignton, Mr. J. S. 
Campbell, General Secretary of the union, 
said the claim was based on the advance 
which had taken place in the cost of living 
and was intended to bring railwaymen to 
the level of industry generally. Similar 
claims have been lodged with other Execu- 
tives of the B.T.C. 

Taking the cost of living, he said, rail- 
way workers were 16.1 points down and 
the average wage of industry in this 
country was 5 points below the index of 
retail prices. 

It is understood that the decision to go 
forward with the claims was made at a 


joint meeting of the three unions con- 
cerned last week. 
The last increase which railwaymen 


received was one of 7s. a week with effect 
from November 2, 1952. This arose from 
a decision of the Railway Staff National 
Tribunal and provided for a minimum 
wage of 117s. 6d. in the provinces and 
120s. in London. According to the B.T.C. 
report for 1952, the cost of this settle- 
ment involved the Railway Executive in 
additional annual labour costs of £12 
million. 

The estimated cost in a full year of 
wages settlements and other important con- 
cessions granted or awarded to the staffs 


of the Commission and its Executives 
during 1952 amounted to some _ £23 
million. The result of claims during 1951 


and 1952 is that £64 million a year has 
been added to the salaries and wages bill. 
The cost of granting an increase of 


other technical- 
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15 per cent to all staff of British Railways 
is estimated as some £39 million a year. 


Railway Shopmen 

The Railway Executive has also received 
a claim on behalf of railway shopmen, 
submitted by the employees’ side of the 
Railway Shopmen’s National Council, but 
the amount of increase sought is not men- 
tioned, and a request is made for the 
matter to be referred to the R.S.N.C. for 
consideration. Both the N.U.R. and the 
C.S.E.U. are represented on the R.S.N.C. 


Report of N.U.R. General Secretary 

Mr. J. S. Campbell, who succeeded Mr. 
J. B. Figgins as General Secretary of the 
N.U.R. in March, 1953, presented his first 
annual report to the annual general meet- 
ing of the union at Paignton earlier this 
week. 

Mr. Campbell, referring to the Con- 
servative Government proposals embodied 
in the Transport Act, 1953, said that his 
predecessor was in office during the whole 
of the period of the implementation of the 
1947 Act, which started the process which 
it was hoped would lead to a unified trans- 
port system run as a public service. This 
objective, he went on, was impossible 
while the present Government was in 
power; meanwhile all administrative move- 
ment towards greater co-ordination had 
ceased. 

No serious argument had been advanced 
by the Government or its supporters, he 
said, to justify two forms of transport that 
ought to be complementary, being set at 
each other’s throats, or to justify the 
wilful disruption of British Road Services. 
Mr. Campbell held out little hope for the 
small operator, who in the long run, he 
contended, would gain very little and 
risked losing what he gained in the 
scramble of competition. 

The new Act freed the railways from 
some of their historic restrictions, as in 
regard to charges, but this was small com- 
pensation for the blow inflicted on trans- 
port. 

This new phase in transport must have 
an important effect on the work of the 
N.U.R. and steps must be taken to protect 
its members. The most valuable asset 
would be strong and united membership. 


Parliamentary Notes 


Automatic Train Control 

Mr. Alan Lennox-Boyd (Minister of 
Transport) stated in a written reply on 
July 6 that he had considered the report 
of the Chief Inspecting Officer of Rail- 
ways on the Harrow train accident, and 
had referred it to the B.T.C. for its ob- 
servations. 

He could say, however, that, as soon as 
the present trials had been brought to a 
successful conclusion and the Chief’ In- 
specting Officer had expressed himself 
satisfied with the reliability of the equip- 
ment, the Commission would authorise the 
Railway Executive to make an immediate 
start on the extension of warning control 
on the general lines recommended in the 
report. 

Mr. Duncan Sandys (Minister of Supply) 
said in another reply that he had no reason 
to anticipate that there would be any dif- 
ficulties in the supply of the steel required 
for such a scheme. 


Pensions Scheme for Railway Wages 
Grades 
When Mr. David Jones (The Hartle- 
pools—Lab.) on July 6 asked if the 
Minister of Transport could make a full 
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statement on his acceptance of the scheme 
of pensions for railway wages grades and 
what instructions he had given to the 
B.T.C. on this urgent matter, Mr. Alan 
Lennox-Boyd wrote in reply that he had 
told the Commission and the T.U.C. in 
March that he agreed in principle to the 
establishment of a pensions scheme for 
wages grades. He had asked the Com- 
mission to consider certain observations he 
had made on its proposals for a scheme, 
and had no doubt that it would be 
arranging to discuss the matter with the 
unions at an early date. Until then he 
could not make a full statement. 


British Transport Commission Report 

After Mr. H. F. C. Crookshank (Leader 
of the House) had announced on July 2 the 
business for the ensuing week, Mr. Ernest 
Davies (Enfield E.—Lab.) asked for an 
undertaking that there would be a debate 
on the B.T.C. report for 1952 before the 
House adjourned for the summer recess. 

Mr. Crookshank could not promise a 
debate before the recess, but suggested a 
discussion as to some arrangement. 


London Transport Inquiry 

Mr. Alan Lennox-Boyd stated in the 
House of Commons on July 8 that the 
committee to inquire into London Trans- 
port would be: Mr. S. P. Chambers (chair- 
man), Mr. D. E. Bell, Miss Betty Corm, 
Mr. P. T. Heady, Sir Frederick Leggett, 
Mr. Victor Mischon, Mr, T. B. Robson, 
and Mr. George Schwartz. 

Chingford Line Electrification 

The Rev. R. W. Sorensen (Leyton— 
Lab.), who inquired what progress was 
being made with the electrification of the 
Chingford line, was informed by Mr. Alan 
Lennox-Boyd in a written reply on July 6 
that this work could not be undertaken 
until the proposed tube line to improve the 
distribution of traffics entering the Central 
London zone from Tottenham and Wal- 
thamstow had been built. 


Thesiger Committee 
Mr. Alan Lennox-Boyd in a written 
reply on July 6 said he could not say yet 
how soon the Thesiger Committee could 
submit its report on the licensing of public 
service vehicles. 


Contracts & Tenders 
The Birmingham Railway Carriage & 
Wagon Co. Ltd. has received an order 
from the Crown Agents for the Colonies 
for three first- and. second-class, one 


second-class, and three first-class bogie 
cars, They are for service on the Nigerian 
Railway. 


The Pakistan Government has placed 
orders with the American Locomotive 
Company and the Clyde Engineering Com- 
pany (New South Wales) for 58 main line 
and 28 shunting diesel-electric locomo- 
tives for broad gauge, and eleven metre- 
gauge diesel-electric locomotives. 


An order has been placed with Modern 
Wheel Drive Limited for oil-operated, 
multi-engine, reverse-reduction main pro- 
pulsion gears for a twin-screw ferry which 
is being built for the Canadian Pacific 
Railway by Alexander Stephens & Co. 
Ltd., Glasgow. 


Brush Bagnall Traction Limited has re- 
ceived an order from the Steel Company 
of Wales for seven 300 h.p. 0-4-0 and 
three 515 h.p. Bo-Bo diesel-electric loco- 
motives. 

This brings to 17 the total number of 
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locomotives ordered by the Steel Company 
from Brush Bagnall Traction. The origi- 
nal four 0-6-0 type locomotives supplied 
have been shunting at Port Talbot for two 
years. Last year another 0-6-0 locomotive 
was delivered to the Trostre Tinplate 
Works and within the next two months 
two more 0-6-0 locomotives will be deli- 
vered to Port Talbot. 

The electrical equipments are provided 
by the Brush Electrical Engineering Co. 
Ltd., with diesel engines by Mirrlees, 
Bickerton & Day Limited and National 
Gas & Oil Engine Co. Ltd. (both members 
of the Brush Group) and mechanical parts 
are supplied by W. G. Bagnall, Limited. 


British Railways, North Eastern Region. 
have placed the following contracts :— 

Wellerman Bros. Limited, Sheffield : 
ening of bridge No. 
branch. 

W. W. Brazell Limited, 
Replacement of platform and roof at West 
Hartlepool, Burn Road Coal Depots. 

G. Dougill & Son Ltd., Darlington : New 
office accommodation at Darlington Bank Top 
Goods Yard. 


Strength- 
79 on Border Counties 


West Hartlepool : 


British Railways, 
placed the 
Etchells, 


Eastern Region, have 
undermentioned contracts :— 
Congdon & Muir Limited, Man- 
chester 4: Manufacture, supply, testing and 
delivery, erection, testing on site and setting to 
work of two 30 cwt. electrically-operated goods 
lifts, including self-supporting steel structures 
at Finsbury Park Station. 

J. Arundel & Co. (Louth) Ltd., Louth : 
Cleaning and painting bridges between Swinton 
and Doncaster. 

Claude-General Neon Lights Limited, Lon- 
don, W.C.2 : Supply and erection of Claudgen 
Neon Signs at Southend Victoria, Southend 
Central and Westcliff-on-Sea Stations. 


The closing date for the receipt of 
tenders for ten 650/750 h.p. diesel-electric 
shunting locomotives for the South 
Australian Railways (see our May 29 issue) 
has been advanced to August 11. 


The Director General 
Disposals, Railway Stores Directorate, 
New Delhi, is inviting tenders for 10,800 
washers for buffer spindle 43 in. outside 
dia. x + in, thick x 1,;% in. dia. hole 
at centre. 

Tenders are to be submitted to the 
Director General of Industries & Supplies, 
Shahjahan Road (Section SRI), New 
Delhi, quoting reference SRI/16147-D/ III, 
and will be received up to 10 a.m. on 
July 21. 


of Supplies & 


Notes and News 


Railway Mechanical Engineers for Nigeria. 
—Vacancies exist in the Railway Depart- 
ment, Nigeria, for an Assistant District 
Superintendent (Locomotive) and a Senior 
Asqistant Locomotive Superintendent. 
See Official Notices on page 55. 


Construction Engineer Required.—A con- 
struction engineer is required for the Gold 
Coast Railway, the appointment being on 
contract in the Gold Coast local Civil 
Service. The officer will be in charge of 
doubling the existing single railway line 
between Takoradi Junction and Tarkwa. 
See Official Notices on page 55. 


Electrical Engineers Required in Malaya.— 

An Electrical Engineer (Distribution), an 
Assistant Power Station Superintendent, 
and an Operation & Efficiency Engineer 
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are required by the Central Electricity 
Board Federation of Malaya. See Official 


Notices on page 55. 


Assistant Sales Executive Required.—An 
assistant sales executive, preferably with 
knowledge of railway materials and 
government tenders, is required by an iron 
and steel export sales organisation in 
London. See Official Notices on page 55. 


British Railways Record Traffic. 
total of 9,624 passengers in 27 “ Starlight 
Special ” trains was carried by British 
Railways between London and Scotland on 
Friday and Saturday, July 3 and 4. On 
Saturday, 193,137 passengers travelled in 
538 long-distance trains from the 
principal London termini—about the same 
number as on the corresponding Saturday 
last year. Iron and steel conveyed from 
the principal steel works during the week 
ended June 27, 234,332 tons, was a record 
for nine months, and 354,700 tons of iron 
ore were carried in the same week. 
During the week ended 6 a.m. on July 6, 
3,085,090 tons of deep-mine and opencast 
coal were cleared, including 327,860 carried 
at the weekend. 





A record 


Steam Locomotives for Indonesia.—An 
illustration appeared in an advertisement 
on page 53 of our July 3 issue showing 
one of 100 superheated steam locomotives 
built for the Indonesian State Railways by 
Fried. Krupp Lokomotivfabrik, Essen. 
It has been pointed out to us by the builder 
that the locomotives are actually for the 
3 ft. 6 in. gauge and not for standard gauge 
as was stated in the advertisement. 


Renold & Coventry Chain Co. Ltd.—A 
final dividend of 8 per cent on the ordinary 
stock, compared with 9 per cent last year, 
is recommended by the board of the 
Renold and Coventry Chain Co. Ltd. for 
the year ended March 29. An interim 
dividend of 3 per cent was paid in January. 
The group profit, excluding the results of 
French subsidiaries but taking in dividends 
of £59,648 from these subsidiaries for the 
previcus year, was £933,047, an increase 
of £153,275 on the 1951-52 figure. 


Scottish Machine Tool Corporation 
Limited——The profit of the Scottish 
Machine Tool Corporation Limited for the 
year ended March 31 last was £111,452 
before taxation, comparing with £114,510 
in the previous year. The sums taken by 
taxation in the two years are £73,000 and 
£72,000 respectively. A final dividend of 
5 per cent for the year and a bonus of 
2 per cent will bring the distribution up 
to 8 per cent as in the year ended March 
31, 1952. 


Tour of Electric Traction Works.—The 
horsepower rating of the English Electric 
1.500 V. locomotives for the Victorian 
Government Railways is 2,400, not 400 
as shown in our June 26 issue. The 1,500 
h.p. diesel-electric locomotives of the 
same company for the Queensland 
Government Railways, also mentioned in 
that issue, have a starting tractive-effort 
(25 per cent adhesion) of 49,000 Ib., and 
a continuous tractive-effort of 30,000 Ib. 
at 12 m.p.h. The maximum service speed 
possible is 45 m.p.h. 


North Central Wagon & Finance Co. Ltd. 
—-The group profit of the North Central 
Wagon & Finance Co. Ltd. for the year 
was £452,654. After providing preference 
dividend, a divident of 44d. a share, less 
tax, on ordinary capital, transferring 
£25,000 to reserve account and £5,000 to 
pension reserve, the parent company 
carried forward £114,770, and the group 
£215,085; comparable figures for the pre- 
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ceding year were £72,166 and £150,471. 
In addition to the ordinary dividend a 
similar distribution to that made a year 
ago of 44d. per ordinary share is recom- 
mended; these together represent a return 
of under 6} per cent on the paid-up capital 
and reserve at December 31, 1952. At 
the annual general meeting on June 17 the 
Chairman, Mr. E. Duncan Taylor, said 
that the company’s income-tax appeal was 
disallowed by the High Court, whose judg- 
ment was upheld subsequently by the 
Court of Appeal. The latter did not deter- 
mine whether the vesting of the company’s 
wagons in the British Transport Commis- 
sion constituted a sale giving rise to a 
balancing charge. 


C. C. Wakefield & Co. Ltd.—The report 
of C. C. Wakefield & Co. Ltd. for the year 
to December 31 last shows a consolidated 
trading profit of £1,321,448. In the previous 
year the corresponding figure was 
£1,577,461. The dividend for the year 
remains at 374 per cent. After payment 
of debenture interest and other charges, the 
net balance of £317,832 compares with 
£471,324 a year ago. 


Southdown Motor Services Limited.—At 
the annual general meeting of South- 
down Motor Services Limited on July 6, 
Mr. R. P. Beddow, Chairman, said that 
their policy was to provide bus stations 
only where they were indispensable or 
brought some net advantage to the public. 
The basis of fares on stage carriage 
services was maximum use of the public 
highway. Bus stations had, sooner or 
later, to be paid for by passengers, and 
there was no evidence that passengers were 
willing to pay higher fares to have more 
of them. 


Extensions in Northern Australia Urged. 
—A deputation from the Australian Meat 
Board urged the Federal Government in 
Canberra on June 17 to build more rail- 
ways in the cattle areas of Western Queens- 
land and the Northern Territory. It asked 
that priority be given to building a new 
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line between Dajarra, in Western Queens- 
land, and Rankine, in the Northern 
Territory, about 200 miles, and said that 
the next project should be to link Rankine 
with Newcastle Waters and eventually with 
Birdum, in all about 600 miles. The 
Minister for Territories agreed on the 
desirability of building the new line, but 
finance was a limiting factor as a project 
of this type had to be placed in an order 
of priority in relation to other work. The 
deputation was told that the Government 
had twice considered the matter of extend- 
ing railways in the north and had referred 
the question to a Cabinet sub-committee. 


Ninth Pan-American Railway Congress.— 
The Ninth Pan-American Railway Con- 
gress will be held in Buenos Aires, accord- 
ing to an announcement made on June 
25 by the Chairman of the Congress. 
President Peron, in approving this, asked 
for the date for the Congress to be 
settled. 


Air Compressors and Pneumatic Tools.— 
Stationary and portable compressors and 
pneumatic tools covering the requirements 
of the engineering industry will be ex- 
hibited by Broom & Wade Limited at the 
forthcoming _ engineering exhibition at 
Olympia. The stationary compressors 
range from 2 to 1,000 cu. ft. A _ special 
exhibit in this range will be the Broom- 
wade type S.S. two-cylinder, single-stage 
double-acting compressor having pistons 
fitted with carbon rings, eliminating cylin- 
der lubrication. The well-known Broom- 
wade sleeve-valve portable compressors 
will be represented by type SV.245. A 
comprehensive range of pneumatic tools 
will also be exhibited. 


Diesel-Electric and Diesel Traction Units. 
—Included among the exhibits of Crossley 
Brothers Limited at the forthcoming engi- 
neering exhibition at Olympia, London, 
will be a H.S.T. vee 8 diesel-electric trac- 
tion power unit of 1,380 b.h.p., a general- 
purpose diesel engine, E.R.T. vee 12, of 
800 b.h.p., two marine propulsion engines 








The “ Elizabethan ” 
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The ‘‘ Elizabethan” leaving Kings Cross on its inaugural non-stop run to 
Edinburgh on June 29 (see our July 3 issue) 
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of 1,100 b.h.p., and type C.R.L. 6 and type 
H.R.N.6 of 67) b.h.p. Other exhibits 
include the E.S.T. 4, packaged power unit, 
incorporating a four-cylinder scavenge 
pump diesel engine of the E.S.T. type, de- 
veloping 250 b.h.p. at 950 r.p.m. This 
exhibit is a_ self-contained unit, with 
radiator, underbase, and clutch-operated 
power take-off. It is designed for a variety 
of applications, and large numbers are 
being successfully installed in excavators. 
Working models will include a Crossley- 
Premier vis-a-vis multi-cylinder horizontal 
engine of 2,625 h.p. 


Preservative.—A __rust-in- 
Cowanite is being 
marketed by Cowanite (Anti-Corrosive) 
Limited, as sole distributor. The material 
can be applied by spray or brush, and is 
dry to the touch in 14 minutes. It is 
claimed to be equally effective as a rust- 
inhibitor on steel and iron structures, as 
well as a preservative for wood, cement, 
and so on. The process can be applied 
as a primer, although it has also been 
used as a finish. The covering capacity 
exceeds that of a good class paint and 
may be applied over adherent rust, mill 
scale and old paint, providing loose oxides 
and flakes of paint have been removed. 


Anti-Corrosive 
hibitor known as 


Argonare and Oxy-Acetylene Equipment. 
The British Oxygen Co. Ltd. will include 
among its exhibits at the forthcoming 
engineering exhibition at Olympia, its 
Argonare welding equipment. a process 
which uses an inert gas shielded arc, but 
with a consumable electrode with auto- 
matic regulation. The Argonarc spot 
welding equipment will also be demon- 
strated. Other of the company’s exhibits 
include a complete range of blowpipes for 
both welding and cutting, and Cutogen 6 
powder cutting equipment shown for the 
first time, for cutting stainless _ steels, 
monel and so on, together with demon- 
strations on the 55-in. and 36-in. Universal 
cutting machines, both using the Cutogen 
one-piece nozzies. 


Ribble Motor Services Limited.—At the 
annual general meeting of Ribble Motor 
Services Limited on July 2, Mr. R. P. 
Beddow, Chairman, who presided, said 
that the cost of running a bus for one 
mile was now well over 24 times what it 
was in 1939. The fuel tax should be 
abolished, but if it were necessary to raise 
revenue, it ought to be levied on all fuel 
oil consumed; this would have the effect 
of reducing the rate from 2s. 6d. to about 
6d. a gallon. The company had estab- 
lished many new through and connecting 
express services and planned to run the 
service to Liverpool from Bristol and the 
south in winter as well as summer. Many 
local services had been reorganised and 
through working extended. 


Sheffield Twist Drill and Steel Co. Ltd.— 
Conditions during 1952 had enabled the 
Sheffield Twist Drill and Steel Co. Ltd. 
to return to the position of being able to 
make deliveries of all standard tools ex- 
stock, which they were always able to 
do before the war, said the Chairman, Mr. 
Alexander Dormer, in his statement pre- 
sented at the company’s annual meeting 
in Sheffield on June 11. They had special 
reason to congratulate themselves on the 
trading results of the year 1952. The 
profit of £768,073 showed a small increase 
over that of the previous year. Their 
order-book was such that they were able 
to continue at the same rate of production 
throughout the year. This meant that by 
the end of 1952 they had satisfied all 
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The engagement of persons answering Situations 
Vacant advertisements must be made through a 
Local Office of the Ministry of Labour or a 
Scheduled Employment Agency if the applicant is a 
man aged 18-64 inclusive or a woman aged 18-59 
inclusive unless he or she, or the employment, is 
excepted from the provisions of the Notification of 
Vacancies Order, 2. 





'T HE PERUVIAN CORPORATION have the 

following vacancies on the railways in Peru: — 
Central Railway. ACCOUNTANT (Traffic Auditor). 
About 30 years of age, preferably single with general 
auditing and railway accounting experience. 
Northern Railways. DIESEL ENGINEER with 
practical experience on diesel locomotives and rail- 
cars and workshop management. Southern 
Railway. ASSISTANT CHIEF STOREKEEPER 
—an experienced Railway Storekeeper with a know- 
ledge of Spanish essential. A_ knowledge _ of 
the Spanish Language is preferable in all these 
appointments or willingness to learn within 6 months. 
Apply: SECRETARY, 144, Leadenhall Street, London, 
E.C.3. 


BOUND VOLUMES.—We can arrange for readers’ 

copies to be bound in full cloth at a charge 
of 25s. per volume. post free. Send your copies to 
the SUBSCRIPTION DEPARTMENT, iw Press Limited, 
33, Tothill Street, London, 
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OFFICIAL NOTICES 


GOLD COAST LOCAL CIVIL SERVICE 
CONSTRUCTION ENGINEER, Gold Coast Rail- 

ways. Appointment is on contract in the Gold 
Coast Local Civil Service. Consolidated salary in 
the scale £1,660 x £60—£2,020 per annum, plus 
gratuity, payable on satisfactory completion of con- 
tract, of £37/10 for each completec three-month 
period of satisfactory service andidates must 
hold a recognised university degree or diploma 1a 
civil engineering carrying exemption from Sections | 
and Il of the AMI examinations or be 
A.M.L.C.E. They must have had at least ten years” 
experience in location and construction work, erec- 
tion of steelwork for bridges and buildings and 
also concrete works, such as station buildings, 
bridges and culverts. The officer appointed will be 
in charge of doubling the existing single railway 
line between Takuradi Junction and Tarkwa. He 
will be expected to do reconnaissance and locatory 
surveys for deviations, set out work, iet and super- 
vise contracts and carry out work departmentally 
where necessary, Full details on application. Apply 
in writing to the Director of Recruitment, COLONIAL 
Orrice, Great Smith Street, London, S.W.1, giving 
briefly age, qualifications and experience. Mention 
the reference number CDE. 110/ 13/01. 





N, E, R. ~ HISTORY. — Twente: Five Years of the 


North Eastern Railway. 1898-1922. 
By R. Bell, C.B.E., Assistant General Manager, 
N.E.R. and L.N.E.R. Companies, 1922-1943. Full 


cloth. Cr. 8vo. 87 pages. 10s. 6d ‘sw _— 
Gazette, 33, Tothill Street, London, S.W 


D ESIGNERS wanted with practical experience of 

Railway Rolling Stock. Used to calculations. 
Knowledge of diesel railcars would be an advan- 
tage. Applications in writing to: A.E.C. LiMiTED, 


Staff Records Office, Windmill Lane, Southall, 
Middlesex, giving age, experi¢nce and salary 
required. 





ASSISTANT SALES EXECUTIVE required by 

prominent Irom and Steel Export Sales Organi- 
sation in London. Knowledge Railway materials 
and Government tenders recommendation. Age not 
over 40. Good prospects. Apply stating age, 





experience, etc., to Box No. 889, The Railway 
Gazette, 33, Tothill Street, London, S.W.1. 

>. 
"THE GAS-TURBINE LOCOMOTIVE. A techni- 


cal description of the gas-turbine recently con- 
structed by the Metropolitan-Vickers Electrical Co. 
Ltd. for the Western Region, British Railways. 
Subjects dealt with include body construction, bogies, 
traction motors, prime mover, generators and 
auxiliary equipment. A folding plate drawing of 
the Iccomotive is included together with illustrations 
and diagrams. Reprinted from The Railway Gazette, 
February 1, 1952. Price 5s. Post free 5s. 2d. The 
Railway Gazette, 33, Tothill Street, London, S.W.1. 








accumulated orders and had reached the 
position of increasing the stock of finished 
goods. The abnormal demand to which 
he made reference last year had abated 
and they were now back to a much more 
normal, stable, and, in his view, healthier 
trading position. 


Keith Blackman Limited.—In a statement 
issued with the report for the year to 
March 31 last, the Chairman of Keith 
Blackman Limited, Mr. M. Burningham, 
says that all previous records were broken 
both as regards turnover and profit. Last 
September ‘the company purchased another 
factory to provide additional manufactur- 
ing space and to relieve pressure at 
Tottenham. The sheet metal section has 
been transferred to these new premises. 
Profit for the year, including £77,464 
brought forward, was £490,489, as com- 
pared with £412,614 in the previous year. 
A dividend of 124 per cent is proposed on 
the ordinary shares which, after provision 
for taxation and other charges, would 
leave £106,507 to be carried forward. 


A Portable Rail Drilling Machine.—A 
portable hand-operated machine for 
drilling rails in situ has been evolved by 
the Kalamazoo Manufacturing Company, 
Engineering Building, 250 W. Wacker 
Drive, Chicago 6, Illinois, U.S.A. Known 
as the Moore track drill, the design in- 
cludes a detachable upright with an ad- 
justable rail lock which can_be instantly 
removed to permit the passing of trains 
without removing the drill from the work. 
Motion to the drill is by two crank handles 
driving a train of gears, designed to im- 
part the necessary speed to the drill. Fur- 
thermore the rail hooks can be lengthened 
quickly for drilling guard rails, frogs, 
crossings and so on, by removing one bolt. 
Combination drill chucks and high-speed 
drill bits are also available with the equip- 
ment, 


Crossley Brothers Results.—A 33 per cent. 
increase in the turnover of Crossley 
Brothers Limited, resulted in group trading 
profits for the year ended Aprif 30 last 
reaching the record figures of £488,000 
(against £482,026 for 1950-51). After 
deduction of tax depreciation, and so on, 
the combined net profit, with capital gains 
and other income, amounted to £156,706 
(£192,187). Preference shareholders in the 
subsidiary company are credited with 
£4,331 (£4,434), leaving £152,375 (£187,753), 


which with baiance brought forward gives 
£442,522 (£428,585). Reserves are allo- 
cated £78,000 (£93,000) and after paying 
the year’s dividends, £319,384 (£290,147) 
is carried forward. The deferred distribu- 
tion of 15 per cent. (as for the previous 
year) is stated to be equivalent to only 
24 per cent. on the capital employed in the 
business. 


Vent-Axia Limited Results.—The report of 
the directors of Vent-Axia Limited states 
that the company’s trading profit for the 
year ended March 31, 1953, was £85,723. 
Although less than last year, this is re- 
garded on the whole as satisfactory. In 


1950-51 material shortages resulted in 
the year ending with an abnormal 
backlog of orders. The company 


managed last year (1951-52) to increase 
production sufficiently to catch up 
arrears and build up stocks so that it 
reaped some of the benefit of sales made 
the previous year. This year the home 
market continued to improve, and despite 
set-backs on the export side due to tem- 
porary closing of certain countries, the 
value of orders booked was much the 
same as last year. Net assets are now 

















and work in progress has risen by £13,745, 
mainly because the introduction at the end 
of March of the new range of improved 
models, production of which has taken 
place throughout the year. £10,000 has 
been placed to general reserve, against 
£20,000 last year. The directors recom- 
mend a final dividend of 374 per cent (less 
tax), making 624 per cent (less tax) for the 
year. This leaves a_ balance carried 
forward of £14,474. 


Glenfield & Kennedy Limited.—The group 
profits for 1952, betore deduction of tax, 
were £998,777 (against £1,777,174 for the 
preceding year). After tax and other de- 
ductions, the balance is £213,541 
(£315,062). £100,000 is being placed to 
reserves. Ordinary dividends are recom- 
mended of 15 per cent (as for the previous 
year, plus 24 per cent centenary bonus), 
with £91,056 (£88,134) carried forward. 
Mr. H. Cowan-Douglas. Chairman of the 
company, says that since the date of the 
accounts the company has had to borrow 
temporarily nearly £300,000 to meet 1952- 
53 tax liabilities. Group capital expendi- 
ture totalled £365,000 and outstanding 
commitments stand at the reduced figure of 





£124,474, an increase of £13,579. Stock £505,000. Agreement has been reached, 
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Two coaches built by Cravens Railway Carriage & Wagon Co. Ltd. for service in 
Peru passing through Canning Town on their way to Victoria Dock for shipment 
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he adds, for manufacture in New South 
Wales, through a company to be formed 
jointly with an Australian concern. The 
company still has full order books. 


Associated British Engineering Limited.— 
A final dividend of 3 per cent is proposed 
for payment to stockholders of Associated 
British Engineering Limited. An interim 
dividend of 3 per cent has been paid al- 
ready. Last year the final dividend was 7 
per cent, and a 10 per cent interim was 
paid on the ordinary capital at that time 
of £300,000. The present ordinary capital 
is £1.000,000. 


Rail and Road Inquiry Office at Reading. 
—On July 6 a new combined rail and 
road inquiry office was opened at Read- 
ing South Station, Southern Region. The 
new office, situated adjacent to the 
station, is for the joint use of British 
Railways and the Thames Valley Trac- 
tion Co. Ltd. and deals with general rail- 
way inquiries and seat reservations, and 
inquiries relating to the Thames Valley 
bus services including issue of season 
tickets, bookings for excursions, private 
party coach hire, holiday tours by motor 
coach, bookings for long-distance travel 
by coach to all parts of England and 
parts of Scotland, North and South Wales, 
and Continental tours (agent for Thos. 
Cook & Son Limited). The office is open 
for business on weekdays throughout the 
year from 8.30 a.m. to 8.30 p.m., and on 
Sundays during June, July and August 
only, from 9 a.m. to 5 p.m. 


French Electrification Schemes.—The list 
below sets out details of electrification 
schemes in hand or planned by the 
French National Railways :— 


Expenditure 
required from 


1954 to 1957 
in millions 
of francs 
Completion of schemes in progress : 

Valenciennes—Thionville ... 10,000 

Macon—Amberieu ... re as 2,700 

Paris—Lyons _ pee _ 600 

Aix-les-Bains—La Roche: Anne- 
masse—La Roche ... ne es 550 

Lyons—Culoz hea = i 150 

New projects : 

Second stage Nord—Est: Valen- 
ciennes—Lille ; Metz—Remilly ; 
Remilly—Reding ; Conflans—Ha- 
gondange ; Audun-le-Rosman— 

Valleron (335 km.) * ue 18,500 

First stage Lyons—Marseilles : Lyons 
—Tarascon with extension to 
Nimes (279 km.) ... es ue 15,250 

Culoz—Geneva (51 km.) 2,600 


La Roche—Saint-Gervais (47 km.)... 750 
Third stage (details not yet definite)... 8,900 


B.T.H. Exhibits at Olympia.—One of the 
features of the B.T.H. equipment to be on 
view at the forthcoming Engineering and 
Marine Exhibition at Olympia is a 7,000 
S.H.P. single-screw diesel-electric marine 
engine. Designed for working in con- 
junction with a Robinson telegraph, the 
control equipment enables the main pro- 
pulsion machinery to be controlled from 
the bridge, in addition to the normal con- 
trol by engineroom staff. Further exhibits 
include a 45-MVA 660-V. class “ AJ21” 
truck-type switch gear unit for power 
station and industrial application ; a small 
modification makes the equipment suitable 
for marine purposes. Other marine ex- 
hibits include B.T.H. type “RMS 2” 
radar equipment, an electric range fitted 
with Pyrobar heating elements, and manu- 
factured by Henry Wilson, Liverpool ; and 
a type DS, 14N, D.C. generator forming 
part of a 8,300 S.H.P. single-screw turbo- 
electric installation in which it serves as 
an exciter for the main propulsion unit. 
The industrial field will be represented by 
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electronic and control equipment and a 
wide range of electric motors built to con- 
form to B.S. Draft specification CN. 
(ELE) 6814. Many of the exhibits are 
arranged as working models. 


Tourist Earnings in 1952, North 
American tourist traffic exceeded expecta- 
tions last year and a 20 per cent increase in 
United States dollar earnings was achieved. 
Overseas visitors to this country in 1952 
numbered 733,000, compared with 712,000 
in 1951. The two most striking features 
of the year’s statistics, given in the annual 
report of the British Travel & Holidays’ 
Association, were a rise of 36,000, or 
about 28 per cent, in the number of United 
States visitors, the greatest increase of any 
post-war year; and a fall of about 5 per 
cent in visitors from Europe. Common- 
wealth traffic was at a slightly higher level 
than in 1951, and there was a small de- 


crease in the number of visitors: from the 
rest of the world. Total tourist receipts 
increased from £107 million in 1951 to 
£114-5 million, including £34-5 million 
in fare payments to British carriers com- 
pared with £32 million in 1951. The gain 
in United States traffic was reflected in a 
rise in total United States dollar receipts 
from £26°35 million in 1951 to £31-55 
million in 1952. Last year, as in 1951, 
tourist industry ranked seventh among the 
total overseas currency earnings of leading 
export industries. 


Forthcoming Meetings 


July 18 (Sat.).—British Railways, Southern 
Region, Lecture & Debating Society. 
Ramble over the course of the former 
Surrey Iron Railway, leaving Coulsdon 
at 2.15 p.m. 


Railway Stock Market 


Stock market busines has been more 
active and values in most sections moved 
in favour of holders under the lead of 
British Funds, which reflected a number 
of factors assisting sentiment. The City 
regards latest international developments 
hopefully and, moreover, a_ satisfactory 
impression has been created by the good 
progress made in rebuilding gold and 
dollar reserves in the past six months ; 
though it is realised that the current half- 
year will be a much more difficult period 
for the reserves and that the rate of in- 
crease must be expected to slow down. 

The prevailing belief that the start of 
the big steel issues will be left until Sep- 
tember has inspired the view that impor- 
tant interests in the City believe markets 
will be more buoyant in the autumn and 
present a good opportunity for an out- 
standing success for the first of these 
issues. Revived talk of a lower bank rate 
later in the year has also assisted senti- 
ment, particularly in regard to British 
Funds. Industrial shares received more 
attention, and moved in favour of holders, 
buyers being attracted by the belief that 
there are good prospects of most dividends 
being maintained unless there is a world 
trade recession. 

Foreign rails displayed rather more 
activity, though, with one or two excep- 
tions, movements were small. 

United of Havana stocks remained 
active in the hope of early news of the 
expected take-over offer from Mr. Wenner- 
Gren, the Swedish millionaire. The “A” 
stock was 70, the “ B” 67, the second in- 
come stock 244 and the consolidated stock 
4. The market is convinced the take-over 
terms wiil be fair and reasonable and 
probably justify higher prices for the 
various stocks, though it is realised that 
if payment were to be spread over a 
period of years the immediate effect would 
probably be a reaction in prices owing to 
selling by recent speculative buyers. 

White Pass & Yukon no par value 
shares have strengthened to $30} since 
publication of the annual report, while 
the income debentures were £107. Talking 
point in the City is whether the company’s 
three- to five-year programme of dieselisa- 
tion, and rolling stock improvement, to 
begin soon, will require additional capital. 

There has been good buying, partly on 
U.S. account, of Mexican Central “A” de- 
bentures, which have risen to 754 at the 


time of going to press. Antofagasta ordi- 
nary stock came in for selling and weakened 
to 8, with the preference at 414. 

In other directions. Costa Rica ordinary 
stock changed hands around 10} and the 
6} per cent first debentures up to 68. In- 
ternational of Central America first bonds 
have marked 148, Taltal Rail shares 1 
up to 15s. 3d., while Nitrate Rails shares 
were 20s. 9d. 

Chilian Northern 5 per cent first de- 
bentures changed hands at 25, Guayaquil 
& Quito bends around 364+, and Dorada 
Railway ordinary stock at 47. 

Algoma Central & Hudson Bay 5 per 
cent first debentures have changed hands 
freely around $237. 

Canadian Pacifics were $484, the prefer- 
ence stock £644 and the 4 per cent deben- 
tures 83. 

San Paulo ordinary units found buyers 
and strengthened to 6s. Manila Rail 
issues attracted only very moderate atten- 
tion with the “A” debentures at 80, and 
the preference shares 8s. 

Among road transport issues the ten- 
deacy was steady again with little selling, 
the shares being held firmly because of 
their investment merits and good dividend 
record over a long period of years. 
Southdown were 32s., West Riding 37s., 
and Lancashire Transport 49s. 6d. Strength 
of the financial position, emphasised by 
the annual accounts, drew renewed atten- 
tion to British Electric Traction deferred 
stock, which has advanced afresh to £570. 

Engineering and kindred shares received 
more attention, the recent fall in prices 
having brought in buyers. Guest Keen 
were prominent, helped by the recent 
annual meeting, and advanced sharply to 
49s. 74d. John Brown rallied strongly to 
36s. 7id. in anticipation of the forth- 
coming dividend being maintained at 7} 
per cent, tax free. T. W. Ward were 7\s. 
6d., Vickers were 49s. 6d. and Cammell 
Laird 5s. units Ils. 9d. Babcock & Wil- 
cox firmed up to 63s. 6d. and Tube Invest- 
ments held steady at 56s. 9d. 

Elsewhere, Charles Roberts 5s. shares 
strengthened to 15s. 9d.; Beyer Peacock 
were also higher at 33s., Vulcan Foundry 
20s. 3d. North British Locomotive 13s. 
and Gloucester Wagon 10s. shares moved 
up to 13s. 3d. Wagon Repairs 5s. shares 
were 12s. Central Wagon changed hands 
at 69s. and, at Glasgow, business around 
40s. was recorded in Hurst Nelson. 
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